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INTRODUCTION
Ghana has tuio main deep water ports,

the port of Takoradi

and the port of Tema -which also includes a fishing
harbour.

The management of the ports is entrusted to the Ghana
Ports Authority which was established in 1977 following
the promulgation of the Ghana Ports Authority Decree
1977 (Sf'ICD 96).

Previously, the ports had been administered together with
the railways by the Ghana Railway and Ports Corporation
which.came into existence with the enactment of the
Railway and Ports Act,

1971 (Act 358).

Prior to 1971

the ports and railways were administered together by the
Railway and Ports Administration as a department under the
Ministry of Transport and Communications.

The Ghana Ports

Authority like the Ghana Railway Corporation,
Shipping Corporation (Black Star Line)

the State

the Tema Shipyard

and Drydock Corporation and departments like Civil
Aviation, Meteorological Services etc.

come under the

jurisdiction of the Ministry.of Transport and Communications.

The purpose of this study is to examine the administration
and operation of the ports in Ghana as is currently carried
out under the auspices of the Ghana Ports Authority,
examine the shortcomings in the present structure and how
they can be remedied for the ports to contribute more
effectively to economic progress and development of Ghana.

It is recognised that efficient ports play a very vital
role in the economic development and progress of maritime
countries.

Inefficient ports however are a big drain on

the economies of countries especially developing countries
where foreign exchange problems are already acute and
Ghana is no exception tD this latter problem.

The study will look at how the existing ports' are operated,
eouipment and facility utilization and how these could be
improved to increase efficiency in the ports.

The problem of rehabilitation and maintenance of the ports
and improvements and modernization of the ports will also
be discussed.

Rehabilitation and modernization involve money.

The possible

sources of finance for such projects will also be discussed.

It is also recognised that the provision of adequate
infrastructure and equipment in the ports are not the end
of the road.

There should be men to operate the machinery

and equipment in the ports and work cargo.

These men in

order to handle the machinery and equipment efficiently
need to be trained.

There must also be a policy of up

dating the knowledge of the staff and operators in the
ever changing world of technology and methods of port
operations and cargo handling,

A system of manpower plan

ning and development for the ports to achieve the objective
of making Ghanaian ports efficient will be treated.
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The problems of containerization especially for the port of
Tema will be discussed with the recommended solutions.

A very big problem faced by the ports in Ghana is port
safety.

Closely linked to this is the problem of port

security.

Ghana has not ratified most of the international

conventions and codes relating to safety and protection of
the marine environment.

The ports do not have any equipment

to combat pollution except a small stock of chemical disper
sants,

Should there be any casualty in the ports therefore,

the consequences will be disastrous.

The, study therefore

tackles these problems and proposes solutions to them.

Another problem resulting from the international conven
tions especially the International Convention for the
Prevention of Pollution from Ships, 1973 and the Protocol
of 1978 relating thereto (PIARPOL 1973/78)is the provision
of reception facilities in the ports especially Tema where
there is a big ship repair yard.

This problem will be

discussed and proposals made for interim solution as well
as long-term solution.

The study did not go into detailed port operations which
is cargo working in the ports.

However some general

recommendations have been made to rationalise these
operations to increase productivity and efficiency of
these operations in the ports.

The study did not make any financial analysis based on
actual accounts figures of the Ghana Ports Authority

firstly because of the confidentiality the Authority,
attaches to its final accounts and as a serving official
of the Authority under the Oath of Secrecy this confiden
tiality has to be respected.

Secondly there is a problem of adequate financial data
and data from other cost centres of the ports.

It is

therefore almost impossible to make any financial analysis
based on facts and figures.

The costs of repairs and

modernization programmes given are therefore rough
estimates.

Productivity figures per berth or person in

the ports are also not available.

What is available is in

the form of port statistics is grossly inadequate and the
study recommends an improvement in the collection and
compilation of statistical data for the ports.

The work itself could be divided into three major parts
uiith Chapters 1-3 dealing with concents and theories about
the economic importance of ports and the problems of port
development especially for developing countries.

The second part of Chapters 4-10 deal with various aspects
of the existing situation in the ports starting with a
brief history of the ports'development to training and
manpower development for the ports.

Part three comprising Chapters 10-12 deal with port moderni
zation and future developments to conclusions and recommenda
tions

u
nost of the data used come from the unpublished records
of the Ghana Ports Authority and Ghana Shippers Council.
Some of the data also come from published international
sources such as UN Statistical Year Book, FAD Production
Yearbook, IflF International Financial Statistics, Fair
Play International and others,.

This outline for the paper was discussed with the Course
Professor, Professor Gunnar Stubberud who gave some very
useful advise on hou to proceed with the work and I am
very grateful to him.

I thank my wife Petrina sincerely for the great sacrifices
she made, her loving kindness, the pieces of advice she
gave on the outline of the final work as well as the
time and efforts she put into typing the m.anuscript and
the final work.

The number of people I owe gratitude for their assistance
in writing this Paper is so numerous that it would be
better not to mention any names.

I wish to thank them

all especially my colleagues at the Ghana Ports Authority
and the World Maritime University,

N.P, GALLEY
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SURjviARY OF RECOiViflElMDATIONS

(1)

To increase the efficiency of the ports in Ghana,
modern facilities and cargo handling equipment
should be provided for the handling of break-bulk,
general cargo and containers to speed up cargo
operations and the turn-round time of vessels in
Ghanaian ports.

(2 )

The administration of the ports under the Gh^na
Ports Authority should be re-organized and geared
towards the autonomy of each port.

(3 )

A Port Department should be created in the control
ling Ministry i.e.
Communications,

the Ministry of Transport and

staffed with experts who should be

responsible for the formulation of port development
policies for the country taking into consideration
the overall economic needs
(4)

of the country.

A National Transportation Council comprising shipping
executives, business and commercial concerns,

repre

sentatives of the other modes of transportation,
technologists and researchers should be established
to advise Government on the development of all modes
of transportation in the country.
(5)

To ensure port safety and prevent po]ijtion of the
ports, the country's internal and territorial waters
and Exclusive Economic Zone, it is recommended that
the country should adopt and implement the international pollution prevention and safety conventions
such as MARPDL 1973/78,

SOLAS 74 and its Protocol of
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1978,

STCW 1978, CDLREG 72, Load Lines 1966,

the

1982 Lauj of the Sea etc. and the codes deuelooed by
the IflO such as the Il'TDG code etc.
(6)

An administratiue machinery should be established
in the country to enforce the regulations and
enforce Port State Control,

(7) Reception facilities should be provided in the ports
especially in the port of Tema because of the loca
tion of a ship repair yard and drydock in the port.
The Ghana Ports Authority and the Tema Shipyard and
Drydock Corporation should co-operate to provide the
facilities.

In the interim vacuum trucks should be

acquired for the reception of oil and oily wastes in
the ports.
(8) An organization has to be designated to be in charge
of pollution control and abatement.

As an interim

measure the Authority should establish a unit and
train and equip the personnel for pollution control
and port safety,
(9) A national contigency plan should be drawn up which
should include the ports where crude oil and refined
products are handled,
(10) The ports should be dredged to enable bigger vessels
to come into port to load exoorts and bring in
imports,
(11) In order to facilitate container operations in the
port of Tema,

the main import port of the country.

Berths Nos 8-12 should be developed into multi-

purpose terminals and the area behind the sheds
should be developed into a container terminal and
provided with container handling equipment.
(12)

Labour in the ports should be trained in modern
techniques of port and cargo handling operations ,
computer technology and other developments in the
port industry.

(13)

Cargo handling operations in the ports should be
mechanized and unitised cargo handling methods
such as pre-slinging and palletization should
be used in the ports.

(14)

To avoid congestion in the ports the internal
transnortation network should be improved upon
to ensure rapid evacuation of goods from the ports.

(15)

Co-operation and pooling of resources for the
development and operation of modern ports in
certain places in the West African zone should be
encouraged among the various countries of the
region.

(iB)

Developed countries of the north should assist the
developing countries of the south to develop and
operate modern and efficient terminals so that the
whole world would benefit from lower transportation
cost of goods transported by sea.

CHAPTER 1
CHARACTERISTICS OF SEAPORTS
1.1 DEFir-'ITIO' OF SEA'-'ORTS

In the past ports were coi'sidered as mere landing pieces
for small ships.

This concept of ports has changed

greatly in modern times.

In the "Report of an Enquiry into the Current Situation
in the Fejor Community of Seaports" dreuin up by the
"Port Working Group of the Commission of the European
Community" in 1977 the following defini.tion of "seaport"
is given;
"A seaport may be understood to be an area of
land and water made up of such improuerrcnt
works end equipment as to permit, principally,
the reception of ships, their loading and
unloading, the storece of goods, the receipt
and delivery of these goods by inland transport
and can also include the activities of business
linked to sea transport."!
A seaport must necessarily have rail and road links and
in certain cases even air links or easy access to an
airport.

It must have an administration, p^'rt operations

and maintenance facilities and iiiith various auxiliary
services to cargo and to vessels.
agents,

insurance brokers,

repair workshops.

There rust be steamship

surveyors,

ship chandlers,

There must be warehouses,

ship

stevedoring

conioanies and industrial complexes and a host of other

Excerpts from an article by F. Suykens on
European Seaport Policy in Report of a
Conference on Forts - Policy and Practice
Published by The Fautical Institute
Cardiff - Hay 22-23, 1979.

I

I

^

I

2
services to distinguish a port from a harbour.

As pointed out in the definition above a seaport is not
an end in itself.
activity.

It has only a derivative economic

This implies that a port will only flourish

as a result of the import or exoort oriented activity
of trade and industry in its irnmedicte or not so
immediate hinterland,

1,2 FACTORS UHIf'r! ir-.TLUEl CE I'EAFDRTS
many sorts stagnate or flourish not because of their

....

own making but as a result of the economic activity ingeneral in the hinterland immediate or otherwise which
they cannot influence.

Generally speaking, ports have

to acceot the conseouences of technological and politicoeconomic developments just as these make themselves felt.
It is very difficult for them to mount a political or^
economic counter-offensive which is strong enough to
compensate for those developments, let alone channel them
into a more desirable direction.

Seaports must therefore adapt constantly but in such a
way that the cost price,
minimal for the client,

that is their tariffs, remain
for whom the saying "the ideal

port is no port at all"goes.

All ports are partly a public service and pertly
commercial.

In his book "The Econo ics of Tranport",

Bonavia pointed out that:

3
"Transport is a blend of industry and service
and ...... (such as street lighting,
2
elementary education, justice and police),"
This observation could be applied to a seaport too uihere
the infrastructure provided in the port performs a public
functior,, while cargo handling and all related services
give rise to purely commercial activity.

It is because

of this public function aspect that governments influence
I

port policies either directly or indirectly in all
countries,

I

This governmental influence is decisive especially with
reoard to port infrastructure which has the characteris
tic of being built in piecemeal fashion and or involves
a lot of funding and the money has to be provided by
government or because of the environmental impact
government's approval has to be sought.

In the article by Hr. F.

Suykens he quoted Dr.

J.A.r^. Van Buuren in his book "Beschouwingen over de
I

^
"

economic en het beheer der vechavens" (Observations
about Economics and Fianagemcnt of Seaports),
"Many interests which are involved in the
activity of a seaport with various types of
cargo traffic can only be served in an
impartial way by a port management organised
on the basis of a public service so that the
port produces the greatest profit for as large
a circle of interested parties as possible, in
other words so that the common interest is best
served.
Since, impartial service can only be
expected from public bodies outside business

2 Ibid

and industry, only port managernent which is
performed as a direct public service can be
considered to be adequate for the task.”^
f'lr. J, Chapon, Engineer for Bridges and Roads, Director
of Seaoorts and Inland Waterways at the French f'linistry
of Equipment declared,

(at the University of Trieste on^,-'^

30th August, 197A);

"Whereas certain types of equipment have a very
specific funct.'on so that the person who uses
them naturally constructs them as well (which
is the Case, for example with certain quays or
installations), others on the contrary have an
obvously collective funct’on; this is the case
with port access, most of the water surface
area and berths, as well as with the infras
tructure facilitating the arrival and departure
of goods.
Thus with the exception of very specialized
Cases, such as certain oil or ore ports, a
port authority with a dual -role is required,
it performs those functions which have a
collective character, namely the construction
and running of the basic infrastructure which
is used by all port users.
Secondly it co
ordinates the activities of all the professions
involved in the port both at the level of the
physical exercise of their tasks (movement of
ships and cargo, laying down the duty hours of
ports services etc.) and at the administrative
level, which even includes the financial super
vision of the activity.
The port is in this respect not unlike a large
city and the port aut'-'ority has the same tc?sk
as the municipal council with the dual role of
organizing the services of collective interests
and administering the whole.
And like the
council the port authority acts within the
frame'.ork of laws and regulations laid down by
the public authorities at state level.

Seaports do not only have a local or regional importance
but also a national one.

The existence of a seaport

provides an enormous imnulse for the economic development
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of a region.

Hany large European cities such as

Amst'rdam, Antwerp, Bremen, Dunkirk, Ghent, Hamburg,
Le Haure, Liverpool, London, Larseilles, Rotterdam,
Zeebrugge and a iiost of others owe their original growth
and prosperity to the presence of a seaport.

On the other hand it is also a fact that a seaport is
not merely of local or regional importance but also
serves all import or export oriented industry and as
such is of at least national,
tional importance,

and in some cases interna

for example Rotterdam port serves

almost the whole of Europe.

The development of seaports in Europe and many of the
developed countries has been an evolution over the years
of a gradual process in certain directions which were
partly influenced by local,

regional or national factors.

Development of seaports in other parts of the world
have been built from the scratch,

for example the ports

of Talcoradi and Tema in Ghana by the colonial and
national governments;

the ports of Ashdod in Israel,

Aqaba in Jordan, Dammam in Saudi Arabia by their respec
tive national governments.

Seaports are the cross roads of various partial policies
and consequently seaport policy is a complex business
which will normally involve every aspect of economic
policy.

For exemole,

it is very difficult to talk about

European port policy without thereby involving industrial
policy.

But besides industrial po-licy there are many

other fields which are affected by port policy.

6
The energy no:.icy followed by any country especially by
the Eurooean Economic Community will have a direct
influence on the seaports in Europe.
for example, natural gas,

The sort of import,

coal or oil as the principal

obligatory basis for electricity production will lead to
the provision of certain infrastructure in the ports and
certain ports which have these facilities already will
see increase in the traffic and cargo passing through
their ports while others will hurriedly try to provide
the facilities to benefit from the trade.

Also if the

construction of nuclear power stations is forbidden,

for

example, more raw materials for alternate source of
energy have to be imported from aboard for energy
Durposes.
The type of agricultural policy pursued by any government
will have great effects on the sorts in that country.
For example if a country is a net importer of grains and
decides suddenly to be self-sufficient in grain produc
tion the importation of grains will decline and affect
the cargo through put in the oort serving the country..

The social policies adopted in the country also affect
the ports.

If a minimum wane is fixed for all workers

in the country,

the port workers cannot be paid less

than this minimum wage and this may increase labour costs
in the ports.

Dther policies such as social security and

other conditions of service such as medical care or
health insurance,

hours of work etc.

port pricing in any country.

could all affect

Fiscal oolicies adonted in any ccjntry also affect port
charges and port policy.

For example if a country

decides to waive custom duties on certain types of goods
or increase them these will affect the type of imports
which come into that co .ntry.

One of the most important policies which greatly affects
seasorts is the type of transport policy a country adopts.
If the carrying of trailers longer than AO feet is for
bidden,

forty feet containers cannot be imported into the

country.

If the country decides to expand its trailway

facilities it will be greatly beneficial to the haulage
of goods in large quantities.

It should be noted that

actual port costs only represent an extremely small
proportion of the transport costs to and from the interior
and it is the transport costs which are the main factors
in the choice of a port.

Special rates as a part of the

railway aolicy can benefit certain ports.

Road traffic

to and from certain ports can be hindered by the size of
the roads.

The absence of a sufficient number of inter

national or state transport licences especially in
Europe and across the US where different states have
different policies regarding road haulage can greatly
affect certain ports.
\

f'lonetary Policies in countries also affect their port
policies,

A country with a strong currency or converti

ble currency can attract a lot of shipping activities as
opposed to economies with weak currency or currency
adjustment factor.

The US at present is attracting a

0
lot of imports because of the high rate of the dollar
while her exports are declining because they are too
expensiue on the world market.

Finally it should be pointed out that each port is
unique and no

two ports in the world are alike.

In one

port general cargo may predominate over bulk cargo.

In

another port there is greeter soecialization in oil,
natural gas or coal.

In others it may be grains which

are handled while others may handle containers only.
Some ports have a large net work of routes at their
disposal,

barge,

rail and road to which in the future

pipelines and air will increasingly have to be added.
Some ports heue a purely cargo handling function, where
as in others the goods are stored for lengthy periods
and possibly repacked and industrially processed.

The range of services offered also varies from port to
port and so does the administration of the ports.

As

stated earlier no two ports even in the same country
under the same authority or management is the same.
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CHAPTER 2
THE ECDNGF.IC ir",FORTANCE OF SEAPORTS
2.1 Ir'l.-QRTAPICE OF EFFICIENT PORTS

The importance of efficient seaports need not be over
emphasized especially for all developing countries.
Without an efficient port there will be an increase in
cost of living,

industrial development becomes more

difficult and exoorts of raw materials from the develop
ing countries become more costly and therefore unprofitable
and thus hamipering earning of foreign exchange and economic
development.

2.2 OBJECTIUES OF A PORT

[Yiost ports have no written or specified objectives that
they were supposed to be maximising,
constraints.

subject to certain

Post of them attempt to earn sufficient

revenue to cover their costs though these are generally
defined as excluding any return on capital or services
provided free,

for example,

dredging in Canada,

the US

and parts of Europe and represented accounting costs
only.

In the United States,

for example, most ports

are able to issue bonds the interest on which is free
of Federal and State income taxes,

even when the

investor lives in quite a different state.

Such bonds

are very attractive to those liable for high rates of
tax and the rates of interest can be correspondingly low.

In some US ports the objectives of maximising jobs in
the locality has been formally established and quite

10
elaborate "economic impact studies" are carried out in
order to attempt the decree of success.
"Infact, the creation of jobs or the expansion
of economic activity is a function of the
central rather than of local public bodies
because this macro-economic policy is affected
by more numerous other issues.
There are certain ports in Europe and other parts of the
developed world where port activities are carried on
without any intention of achieving a return on ca'iital
so that in some municipal ports there are no published
accounts for the port.
In Ghana,

however,

even though there ere no stipulated

objectives the Ghana Ports Authority which controls the
two ports in the country is expected to operate at a
profit and pay its surplus profits into the Consolidated
Fund at the end of each financial year to be used for
other development programmes in the country.

Fost ports have no written objectives too but they
maximise cargo through put^ subject to the financial
constraint of covering theiprcosts and complying with
the law in other nespects such as control of pollution
and oort safety-.

The Israel Ports Authority,

for example, pays very close

attention to the definition of costs.

Their first

^ Excerpts in an article by Dr. R.O. Goss in
the report on the Conference on Ports Policy and Practice published by the
Nautical Institute Cardiff - Kay 22-23, 1979.

objective like most ports,
operating costs of uages,

is to cov/er their ccsh
fuel, maintenance etc.

They

then aim to recover full replacer'’ent costs and deprecia
tion on all their fixed assets plus the interest they
have to pay on the investment.

"In developed countries, ports play an
essential role in economic development.
They serve as the gates for international
trade - for importation of raw materials
such as timber, mineral ores end oil for
their industries and for export of the
manufactured products for exDort,
Without
Hamburg, Bremen, Rotterdam or Antwerp,
Western Europe could never have achieved
such a spectacular and rapid progress." 2

2.3 IflFCRTAHCE HF PORTS IN DEVELOPIMG CC'Ji-JTRIES

The porte in developing countries assume even greater
importance in their efforts for raoid economic develop
ment for a variety of reasons.

Firstly,

the developed western economies have very

strong and developed domestic economies while most
developing countries have to im.port some br?sic conimodities for consumotion as well as machinery,

equipment

and spare parts for the industries they have tried to
establish.

Moreover,

they need to export their raw

materials to come by the foreign exchange needed for
their imports.

Without the ports therefore they would
t

*

find it extremely difficult to br'ng in the imports

2 Port Problems In Developing Countries Principles of Fort Planning and Organization
by B, Pogorski - p.ll para. 2.

cheaply and to export their raw materials for the needed
foreign exchange.

For the exoort of rauj materials from the developing
countries the biggest costs are incurred during the land
transportation from the hinterland to the ports and their
handling in the ports for export.

These costs form a

much larger proportion of the sale price than for manu
factured goods exported by the developed countries.

If

the developing countries therefore went to gain more
from their exports the land transportation and handling
costs in their ports must be reduced to the minimum.

The third factor that makes ports in developing countries
very important is the general low level of overland trade
with neighbouring nations.

The economies of most indivi

dual regions are similar rather than complementary.

For

example, Ghana and Ivory Coast compete for number one
position as the uorld's exporter of cocoa.

Almost

all the countries in the region of Uest Africa export
cocoa,

coffee,

timber,

and a host of similar raw materials.

The same type of manufactured goods are imported.

It is

therefore almost impossible for trade between these
nations.

Each coastal nation has also built a port for

her exports and imports which must come from overseas.

There is also the problem of some developing countries,
even though independent which are still tied to the apron
strings of their former co'.onial overlords and carry on
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most of their trade with their former masters instead of
carrying on trade between themselves in the same region.
A good example is West Africa where trade is virtually
non-existent between the countries in the area.

The situation however is slightly changing now in West
Africa with the establishment of the Economic Community
of West Africa (ECOWAS)

which was formed in 1979 to

foster closer economic co-operation and trade between
the countries in the region.

Regional trade will certainly develop in.other parts of
the developing world when these countries begin to
industrialise and with it will emerge economic integra
tion between neighbouring countries into larger markets.
It is go'ng to be a long and ardous process when the
people in these areas would realise that it will be in
their interest and to their mutual benefit to co-operate
asr

is being done in the Scandinavian, Eastern Asia and

other European countries with common services etc.

than

to engage in cut-throat competition with each other or
among themselves.

The need for efficient ports is so very important
especially for third world countries because they cannot
afford the huge financial losses due to inflated port
costs and to congestions and the resultant demurrage to
be paid if their ports are neglected and not operated
efficiently.

There are other reasons for a major national port in
countries whether developed or developing.

Firstly it

ensures that country political independence because she
can import or ex'ort her commodities directly without
any hindrance in times of political crisis.

For example,

economic sanctions have been imposed on South Africa
and yet she continues to import and export to countries
which are prepared to trade with her.

Land locked

countries do not have this advantage.

Closely linked to the above reason is that a port
provides a direct access to world markets and an opportu
nity to trade directly with a wide range of countries
without intermediaries.

The country could also have

direct access to the foreign markets and buy foreign
goods at source from suppliers at better terms and also
sell exports to countries of one's choice without any
inhibitions.

Many industrial and agricultural develop

ment projects depend on the availability and proximity of
ports for their success.

Ports also serve as source for employment for citizens
of that country such as port administrators,
operations and maintenance

staff,

port

stevedores,

for those

engaged in activities such as be'king, wrrehousing,
freight forwarders,

customs house agents,

chandlers,

underwater engineers and surveyors and all the other
auxiliary services to cargo and to vessels.

Expertise

and qualified personnel are gradually built up in these
countries and with the import and exoort of goods local
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businessmen get a much deeper insight into the complexi
ties of world trade.

Ports also serve as an additional source of earning
foreign exchange apart from the revenue from exports.
Port

dues on vessels, pilotage dues,

or hiring of tugs,
supplies,

light dues,

stevedoring charges,

repairs,

towage
ship

agency fees serve as a good source of foreign

exchange for the countries.
and passengers,

if any,

buying gifts, on meals,

In addition,

crew members

come ashore and spend money
transportation and entertainment.

With a busy port or where the tourist industry is
developed with passenger vessels calling regularly the
money to be mode in this respect could be substantial.

It is very important to note the words of Nagorski
in this resoect that;
"Efficient ports in developing countries
are of considerable benefit to international
shipping interests, to merchant marines of
affluent nations and to the global commerce.
Losses incurred by vessels in congested and
poorly equipoed ports are usually much higher
than any penalties collected in the form of
demurrage or surcharges on freights.
Opportu
nities for trade, for selling industrial
equipment and for'import of much needed
m.inerals and various specific products are
greatly increased if reliable services can be
obtained in all remote ports.
In common interest of poor and rich nations
alike, co-ordinated efforts should be made
therefore, for improvement of ports in
developing countries.
It is primarily a
task and responsibility of the governments
in whose land the particular port is located.
But the advanced countries, in their own
interest, should not hesitate to extend all
possible assistance, both from state and
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private sources, be it as technical advice
or financial help."^

It must be reiterated that the many social, political
and technological and advances that have occured during
the last quarter century,
lest feu years,

and particularly during the

have required accompanying changes in

port facilities arid 3dr.,inistrrtion all over the world.
The old methods of conducting international trade where
ships can afford to soend several days anchored offshore
uihile cargo is lightered to and from the vessel are
rapidly disappearing.

Such methods are economically

unfeasible and they must give way to modern ports and
modern methods of cargo handling operations.

Ships are being built larger,
cated,

fester and more sophisti

The costs of construction and operating such

vessels are enormous and make it imocrative that they
snend as little time in port as possible,

for a freight

Carrier earns income only I'hen it is trans-'orting freight
and not sitting idly in ports.
piers or quay facilities,

Ports must orovide modern

extensive upland areas,

adequate

channels and croperly trained workers if they hope to
keep down the transoortation costs for their country's
ex'^orts or imports.

Inefficient oorts lead to payment

of demurrage and surcharges but as pointed out by
Nagorski in the quote above,

losses incurred by vessels

in congested and poorly ecuipped ports are usually much

3

Ibid
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higher than any penalties collected either in the form
of demurrage or surcharges and this will adversely affect
the ooerations of the steam line company.
As developing countries emerge from the period of
colonialism to independence,

their economic progress

greatly depends upon their international trade which is
carried on through their ports.

Without efficient ports,

the export of their commodities normally raw materials
and the import of machinery for industrialization, food
to feed their populace and other essential items is
retarded with a conseguent stiffling effect on natio..ol
prosperity.

There is urgent need therefore in all

developing countries including Ghana to improve upon
the efficiency in the administration and operation of
their ports.

CHAPTER 3
THE PROBLEES CF TORTS IP DEVELOPING CG'JNTRIES
3.1 NATURE OF PRORLEHS
l^lost deueloping countries face a fortr.ideble array of
economic end social problems in order to raise the level
of their economies,

to improve the standard of living of

their people and to narrow the gsp betuieen them and the
developed countries.
Reliable and efficient means of transportation coupled
with maritime connections with the outside world espeically its trading partners are very essential prerequisites
for economic progress and development of any developing
country.

One of the important things most developing

countries tried to do after independence wes improving
their norts,
and trade.
tasks.

a most important link in overseas transport
Port improvement and developm.ent are not easy

They reruire a lot of planning; men, materials and

money are needed to achieve the objectives of port improve
ment and development,
"Ports in advanced countries have been enlarged
and improved in a process of gradual evolution,
over a long span of years.
They had at their
disposal a centuries long exoerience, well
trained personnel and labor and unparalleled
wealth of financial and human resources within
their immiediate hinterlands.
None of these precious advantages was available
to a great majority of develooing nations.
They
were obliged to radically modernize, within a
very sliort period of timie, the nrimitive port
facilities of the colonial epoch and to adapt
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them to a deeply changed pattern of
foreign trade........ 1
After independence the need for accelerated economic
development of developing countries resulted in a subs
tantial increase in imports such as trucks,

tractors,

agricultural and Toad building eouipment and heavy
industrial installations.
in certain countries,

Improvement in living standards

the creation of neu tastes raised

considerably the demand for general cargo of foreign origin
and for basic foods as grain end sugar.

Discoveries and

exploitation rich mineral deposits made .it necessary for
the provision of high capacity terminals for loading big
quantities of bulk materials.

This led to extension work to existing ports and cargo
handling methods improved to meet modern requirements of
the modified traffic.

In many countries,

new ports had

to be constructed such as u/as in Latakia in Syria, Aqaba
in Jordan,

Ashdod in Israel, Dammam in Saudi Arabia,

Assab in Ethionia and

lema in Ghana. 2

k'eu-i port administrations had to be organized or in other
areas; re-organization of the old administrations had to be
undertaken to meet the demands of independent governmental
machinery.

Other allied activities both commercial and

technical have to be provided to the expanded maritime trade.

^ Port orobletis in Develooing Countries Principles of Port Planning and Organization
by Bohdan Wagorski page 1 para. 3 & A.
2 Ibid page 2 para,

1
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All above difficult tasks were to be performed
urgently, under serious handicaps of lack of
funds, lack of experience*and shortage of
personnel and often under unsettled political
and social conditions.
On too of it, the
dsveloning countries have to face at present
a neu challenge of revolutionary changes in
the field of sea transcort caused by the
spectacular expansion of the container traffic
and roll-on/roll-off vessels.
The need is
gradually arising for construction, at least
in some major ports, of highly soecialised and
costly container terminals,^

Becaupe of the complex nature of sort management and
port planning and to make ooerations more efficient
the ports of developed countries have introduced
computers into their ooerations.

As already stated port

planning and operations are becoming more complex and
the ports of developing countries have to start thinking
seriously about mechanization and doing something in the
direction of apolication of computer technology to their
operations.

The personnel have to be equipped with the

skills in computer operations by training.

Economic

planning has to be taken seriously to analyse the cost of
effectiveness of new or prooosed investments; modern
methods of forecasting the growth of economic activities
due to port operations have tb be undertaken.

In short

scientific apr'ropch to port management, planning and operations have to be applied.

However, caution must be

exercised especially in the developing countries when
applying these sophisticated procedures if costly
mistakes are to be avoided.

3
Ibid page 2 para.

2.

3.2 HPtji TO SPLUE THE PROaLEPIS
To overcome the above difficulties the developing
countries could ask for technical advice and financial
assistance from international sources such as the United
Nations, World Bank, European Development Fund, United
States Agencies, British, French, West Germany,
Scandinavian as cell as Japanese and Dutch governments
and others to give assistance to developing countries in
port development.

In developing countries land is available and easy to get
for development into large modern ports while this is not
the case in the developed countries.

The developing countries also have the advantage of start
ing their port development prorrammes from the scratch and
therefore could be free from bureaucratic routines and old
habits which plagued most of the ports of the develooed
countries.

Ports are basically established
"to provide a fast and efficient dispatch
of vessels and a raaid, safe and economical
flow of cargo through the port,"^

To achieve rapid economic development it is absolutely
necessary for developing countries to improve their ports to
facilitate fast and efficient working of cargo.

This will

reduce the cost of their imports and make their exports
cheaper on the world market and the net result will be more

4

Ibid

reuenue in foreign exchenge which could be used on
importing the necessery machinery and equipment for
industrialization and other imports for development and
improving the living standards of their citizens.

CHAPTER A
A BRIEF HISTORY OF THE DEUELOPHEHT
OF THE PORTS IN GHANA
4.1 FACTS AND FIGURES ABOUT GHANA
The Republic of Ghana lies on the uest coast of Africa.
It is bounded to the west by the luory Coast;

to the

north by Bourkina Fasso (formerly Upper Volta);
east by the Republic of Togo.

and to the

The Gulf of Guinea lies to

its south.

The southernmost tip of Ghana reaches latitude 4.5° north
while the northernmost to 11° north.

The Greenwich

meridian passes through the sea port of Tema,

near Accra,

the caoital of Ghana.

The most westerly point is 3° west

and the most easterly,

1,5° east.

Ghana covers an area

of 239,450 sq kms (92,461 so. miles).

From north to south

the longest distance is 672 kilometres (417.5 miles)

and

from east to west 526 kilometres (327 miles),

Ghana is a tropical country but there are differences in
climate between the north and the south.

In the north the

vegetation is predominantly savanna whilst the rest of the
country is tropical rainforest,

Ghana has a population of 12,205,574 according to the results
of a census organised in 1983.

In 1960 the country's popula

tion was 6,726,815, in 1970 it was 8,559,313 and 1983
figures represent an increase of almost 100^ over the 1960
figures,
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For administrative purposes, Ghana is divided into ten
regions namely Ashanti, Northern, Upper East, Upper U/'est,
Brong Ahafo, Western, Central, Greater Accra, Eastern and
Uolta.

Accra in the Greater Accra Region is the capital

of Ghana.

4.2 DEWELOPFENT OF FOREIGN TRADE AND THE PORTS

The first contact with Europe was made in 1471 when
Portuguese navigators visited in search of gold,
spices.

ivory and

They built a permanent trading post, which is

still known as Elmina Crstle.

The Portuguese acquired so

much gold in the country that they nam.ed it "mine" or the
"mine", while the French called it "cote de l6r".

The

British were later to call the whole country the Gold Coast.

When, in 1872,

the Danish and Dutch governments withdrew

from the country,

the Colonial Office in Britain decided

to turn it into a crown colony.

As a result,

the southern

section of the country became a British Crown Colony.
From this base,
influence.
wars.

the British administration extended its

Ashanti was annexed in 19D1 after a series of

A protectorate was declared over the North in 1898

and in 1919 after World War 1,

part of the German protecto

rate of Togoland becamie a British mandated territory.
Later,

after. World War II,

the protectorate was adminis

tered as part of the Gold Coast and in 1956 the local
population decided by plebiscite to join the country on the
attainment of independence on Bth march,
country was renamed Ghana.

1957 and the
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Centuries before the Portuguese merchents first made
contact uiith Ghana a trade pattern
flourished mostly in gold, ivory,
dities.

across the Sahara
slaves and other commo

In 1482 the first European trading post uas built

by the Portuguese in Elmina.

Within a century the Gold

Coast became a bustling centre of European trading activi
ties with several forts,

trading posts and surf ports.

The forts and trading posts were built by the Portuguese,
the English,

the Dutch,

the Danes where they carried out

their trading activities with the interior in gold,
ivory,

spices,

slaves,

etc.

The uritish eventually edged out all the other European
competitors the lest two being the Danes and the Dutch who
withdrew in 1872 and thus the Gold Coast became a British
Colony,

The surf ports were operated in Keta, Accra,

Winneba, Cape Coast, Sekondi and Axim and these continued
until the modern ports of Takoradi and Tema were built in
1923 and 1962 when they ceased to function.

After the British took complete control of the Gold Coast
slave trade had been abolished and there was need to seek
other sources of trade.

Cocoa was introduced in 1898 and

later became an important export commodity.

The exhaustion

of alluvial gold which was the main source of gold produc
tion at the time led to the British mining companies
exerting presure uoon the government in power at the time
for the provision of transport facilities for the exploita
tion of the rich mineral resources of the hinterland and the
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export of other raw materials such as rubber,
palm oil.

timber and

The first surveys for projected rail lines were

made during that decade.

In 1898,

the Sekondi-Tarkwa line

was begun to the gold mining area which was completed in
1901,

connecting the goldfields at Tarkwa to the surf port

at Sekondi on the coast.

This line was extended to

Kumasi by late 1903 where cocoa and timber were produced
and to enable the British move troops easily for the
annexation of Ashanti,

In the east,

agricultural and forest production also

benefitted greatly from the railroad begun in 1907 at
Accra.

By 1915 it had reached Koforidua and carried no

less than 40,000 tons of cocoa.

The orocess of railway

construction was interrupted by the First World War,

but

soon after the war it was begun again in 1918 and by 1923
Kumasi and Accra were linked.

Another line was started

eastward from the Sekondi-Kumasi railroad,
Central Region,

through the

reaching its terminal, Kade in 1927,

to

facilitate the agricultural and other forest products
exploitation of this area.

The surf ports of 5ekondi-and Accra were both roadsteads
where surf boats operated between ship and shore to link
the railroads.

The other surf ports were merely imnort

ports.

In 1923,

however, work started on the first deep water port

at Takoradi which was opened in 1928,

This was to enable

the importation of very heavy machinery for the new gold.
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bauxite and manganese mines which were developed and to
facilitate the easier exoortction of the bulk ores and the
forest products especially timber and cocoa.

Between 1953 and 1956 Tema was linked to the railway
system at Achimota to complete the triangle.

A short line

was built from Tema to the 5hai Hills in the Accra Plains
to facilitate the easy conveyance of rocks for the building
of the port of Tema.
In 1962 as a result of the aluminium shipments associated
with the Uolta River Project and also as a result of the
long distance between Takoradi port and the smelter site
and tha costs involved in modernising that port it was
decided that a new port should be built at Tema on a
natural unsuitable coast.

This was also possible as a

result of the vast resources at the disposal of the govern
ment at the time and the co-operation of British business
consortia.

The port was built at the cost of 250 million

pound sterling.
With the opening of the second deep water port in Tema the
surf ports at Axim, Sekondi, Caoe Coast, Winneba, Accra,
Ada and Keta were discarded.

See Annexes lA for the Economic fiap of Ghana
IB for the Development of Ports in Ghana

1

Organisation of the British Port Transport
Industry by George Adams.
Page 1.
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CHAPTER 5
PHYSICAL FEATU'"E5 OF THE PORTS ITJ GHANA
5,1 THE PORT OF TAKORADI
This was tlie first deep water port constructed in Ghana.
It was started by the British in 1923 and was opened in
1928 mainly to facilitate the export of raw materials.
A major extension was made to the port in 19A5 and this
unfortunately has been the only attempt to modernise the
port.
The port presently handles most export cargo consisting
mainly of logs,

sawn timber,

cocoa, manganese and bauxite,

which together make up approximately 70^ of all cargo
handled in the port.

The remaining 30/o comprise imports

consisting mainly of general cargo and bulk cargo such
as clinker,

coal,wheat and refined petroleum products.

The export cargo excluding the ores,

that is, manganese

and bauxite are ferried by lighters and barges to the shipside and loaded on board by the ship's own derricks and
gear.

This orocess of loading cargo is slow and very

expensive.

It served its purpose in the 1920's but

presently it is archaic and has to be discarded.

The port

has an enclosed water area of 207 acres and comprises a
main breakwater of 7,740 feet long and a lee breakwater of
5,992 feet long.

Spring tides rise 5.20'while neap tides

rise 0,1'
The port has 10 berths and 9 mooring buoys with the under
listed features:
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Berthage

Wharf Length

1. Tm anganese
2.

Berth
(for general cargo)

Draft Limit

520'

28'06"

550'

26' 00"

3.

tl

1!

tl

500'

28'06"

4.

fr

tr

rr

600'

28'00"

5.

ft

ti

It

270'

28'00"

B.

1!

Tl

It

500'

29'03"

BOO'

29'03"

7. Oil Berth
8.

Bauxite

505'

32'D6"

9.

Clinker

450'

24'00"

250'

14'00"

10. Coal

Buoys System
1. No.

1 Buoy

610'

F.32'0B" A 34'00"

2. "

2

"

550'

F.30'06" A 31'00"

3.

"

3

"

570'

F.27'00" A 30'00"

4.

"

4

"

520'

F.27'00" A 30'00"

5.

"

5

"

510'

F.24'00" A 27'00"

6. "

6

"

480'

F. 24'00" A 26' 00"

7.

"

7

ri

450'

F.23' 00" A 25'00"

8: "

8

"

400'

F.21'00" A 22'00"

9.

9

"

340'

F.18'00

"

The port has 35 portal cranes between 3 tons and 15 tons;
20 gantry cranes between 3 and 7 tons and 5 mobile cranes
between 15 tons and 17.5 tons
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There are 8 transit sheds for general cargoes with
storage capacities ranging between 3,000 to 8,000 tons
each for imports and other exports.

There are 19 cocoa

sheds with 24,000 tons to 26,000 tons capacities for
storage of cocoa for export.
sheds measuring 60,820 sq.

There are 2 sawn timber

feet each.

pond for round logs meant for export.

There is a log
Open storage area

in the port is however quite limited and this is a great
handicap

to the port.

T'"ianganese ore is brought from the hinterland by railway
trucks and tipoed out direct at the manganese berth and
discharged through an electric conveyor belt into the
ship's* hold.

This berth has been leased out to the

['"anganese f,ining Company and repairs are undertaken to
the berth on their behalf by the Authority,

Bauxite is loaded from the bauxite berth.

The ore is

dumped outside the port security area by the railway
trucks which bring them from the hinterland.

The ore is

conveyed by an aerial ropeway and loaded direct into
ship's hold by two chutes.

There are 174 buckets on the

ropeway and each bucket carries a load of 1.6 tons.

This

berth has also been leased to the Ghana Bauxite ^lining
Company and repairs are undertaken on their behalf by the
Authority,

There is an oil berth for the discharge of refined petro
leum products which is situated on the outside of the lee
breakwater with the protection of the port.

The oil is
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pumped into tank farms nea.rby owned by the various oil
companies.

A cement clinker jetty has been constructed to the sea
ward side of the main wharf as part of a cement factory
project.

This jetty was constructed on a reclaimed area

and it started operations in July, 1968.

This has been

the most modern addition to the port and it was financed
by the cement factory.

The jetty measuring 1,195 feet is located 800 feet to the
north of the F-.ain Wharf.

It can berth ships drawing 23

feet of water for the discharge of cement clinker by a
conveyor system to the Ghana Cement Factory (GHACEr'l), a
joint venture between the Government of Ghana and Norway,

The port has a slioway for vessel repairs and can take
vessels up to 500 tons dead weight.

There is a small dry-

dock for vessels up to 100 feet in length between perpendi
culars and 24 feet 6 inches beam.

The slipway and drydock are used mostly for the repair and
docking of the Authority's floating crafts and for the
repair of lighters,

barges and fishing vessels.

As already

pointed out the.nort was constructed in 1928 and the major
extension done to it was undertaken in 1945.
the port is very old in concept and design.

The layout of
The old method

of vessels anchored at the buoys and cargo lightered to the
vessel is outmoded and economically unfeasible because it
is very slow.
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The situation is worsened by the age and condition of the
lighters which deteriorrted over the years and hcue caused
some of them to sink in v/arious parts of the port area.
The lighters still in operation are in various stages of
deterioration and most of tiiem do not have adequate water
proof covering or tarpaulin for protecting cargo during
rainfall,
The lighterage services in the port were formerly oerformed
by a pool of expatriate shipping agencies.

In 1973,

however

the lighterage services were taken over by Ghanaians and
later in 1978 the Ghana Lighterage Company was formed with
shares held between Ghana Cargo Handling Company and the
State Shipping Corporation (Black Star Line),

As stated above,

the lighters,

barges and launches operated

by the Ghana Lighterage Compa'.y are old and many of them
have sunk or h-^ve been scrapped.

At present there are only

15 lighters and 3 barges in service.

This makes service in

the port very slow and several ships leave port without
taking their full cargo because they have to meet other
schedules.

Because of the slow rate of loading demurrage

has to be paid and this hurts the country's export trade and
therefore her foreign exchange position.

See Annex 2A for Drawings of the Port of Takoradi.

5.2 THE PORT GF TEMA
The port of Tema was built in 1952 and has an entrance 800
feet wide with a depth of at least 35 feet.

The area of

enclosed water in the main port is 410 acres with a
Fishing Harbour adjacent to the sort in the eastern end.
The main breakwater is 8,250 feet long and the lee breakwater is 3,550 feet long.
which Quay No.

There are two main quays of

1 is 4,300 feet long anc Quay No,2 is

2,900 feet long .

Spring tides rise to 8'2” and neap tides

rise 3'0”.
Berthage at the port is as follows:
Wharf Length

Draft Limit

1

BOO feet

31' 6"

Berth
Berth No.
"

”

2

600

II

28'0"

V

tt

3

485

(I

25' 0"

II

II

^

600

II

25'9"

II

II

5

BOO

II

25' 6"

II

II

5

600

II

24'0"

1!

II

Y

600

II

26'0"

II

II

6

BOO

II

25'0"

II

II

g

BOO

11

25'0"

II

II

]_□

600

IT

25'0"

"

" 11

BOO

11

25' 6"

II

II

12

600

II

25'0"

Oil Berth

Ships up to 650

32'0"

Ualco Berth
(Private berth)

Ships up to BOO

32'0"

Moorings

Length of Ship

*
Draught

32'00"

3 South BUOys

430 feet

A South Buoys

500

11

32'00"

1 Buoy

150

II

14'00"

2 Buoys

300

II

21'00"
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These moorings are for vessels which are crippled and are
awaiting repairs or which want to go into the drydock for
drydocking and repairs.
The port of Tema has a large storage area comprising the
following:

9 transit sheds with sheds 1, 4 and 5 each having an area
of 39,100 sq.

feet and storage capacity of 3,500 tons each.

Shed No.2 is a two storey building with a passenger
terminal and lounge on the top floor as well cS offices
for customs and shioping companies and the down floor has
an area of 42,500 sq.
tons.

feet and storage capacity of 4,500

Transit sheds Nos.

of 48,000 sq.
4,000 tons.

6,

7,

9,

11 and 12 have an area

feet each with each having a capacity of
Shed No.

8 was razed down by fire in 1979 and

has since been demolished and the area of 48,000 sq.

feet

is used for stacking containers.
Shed No.

10 is an export shed with an area of 4,200 sq.

feet and capacity of 1,000 tons.

There are 4 cocoa sheds

for storage of cocoa for export which can hold 15,000 tons
/
each.
There are 2 state warehouses used by the Customs and
Excise Department erch with 17,000 sq.
Back Shed of 10,400 sq.

feet and a Port

feet and 4 hazardous cargo sheds

for storage of dangerous goods such as matches,
carbide and some types of explosives.

acids,

These sheds are

far removed from the main working area of the port.

The port has a large open storage area of approximately
1,080,000 sq.

feet.

Immediately outside the port is a

large area of warehouses belonging to private companies.
In addition to these there is a large back up area of
approximately 60,000 acres undeveloped belonging to the
Ports Authority.

As regards port equipment,

the Port Authority has 20

portal cranes with cargo handling capacities ranging
between 3 and 10 tons.

There are also 4 mobile cranes

with capacities ranging between 5 tons and 45 tons.
are two conveyor

There

systems in the public port for loading

cocoa and fcr the discharge of grains.

The cocoa conveyor

system has 4 out loaders working 30-35 tons per hour when
all the 4 outloaders are working or 2 outloaders working
on high speed at 70 tons per hour serving berths 6 and 7,
The grains conveyor serves berth Oo.ll and has 1 fixed
pneumatic suction unloader which can be operated at 500
tons per hour.

Ship repair facilities are available in the port but come
under the jurisdiction of another public organization,

the

Tema Shipyard and Drydock Corporation for the repair of
vessels.

The marine drydock is 44 feet wide at the gate,

336 feet long and has a de-jth of 17 feet on the sill mostly
used for the Ghana Ports Authority's floating crafts and
for the repair and drydocking of fishing vessels.

For the repair of ocean going vessels the large drydock is
used which is 910 feet long, 150 feet wide at the gate and
has 27 feet of water on the sill.

The ap-'Tocch channel to

the drydock is dredged to 17.5 feet but could take a
vessel of 21.5 feet draft at

high

The Volta Aluminium Company (Valco)

tide.
a subsidiary of

Kaiser Aluminium Company of the United States has a
private berth in the port which can take vessels up to
600 feet in length and drawing 32 feet of water.

This

berth has a conveyor system for the discharging of
alumina into silos outside the port security area outside
the miain port.

The Ghana Forts Authority has no say in

the operations at this berth except bringing the vessels
to berth.

All repairs on the wharf are undertaken by

the company itself.

The Authority however dredges the

berth as part of the dredging of the whole port for which
the company is charged an annual fee.

The oil berth has a draft of 32 feet and normally takes
shios up to 650 feet long.

However in 1983 a vessel up

to 700 feet in length was accommodated at the berth.
Two more bollards were acquired and erected at the berth
to enable larger vessels to be berthed.

The pipeline

from the berth to the refinery 10 kilometres away are
owned by the Ports Authority,

See Annex 2B for Drawings of the Port of Tema,

5.3 FACILITIES PROVIDED IK THE FORTS
Both ports have fresh water for ships.

In Tema fresh

water is supolied from the berths while in Takoradi it is
normally supolied by two water barges belonging to the
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Ports Authority.

The Takoradi Port of late has got

problems with the supply of luater because of severe
drought which has hit the area and the source's of water
dried up.

The port has therefore temporarily suspended

the supply of fresh water to ships.

Bunkering facilities are also available at both ports.
Bunkers could be taken in the port of Tema at the Oil
Berth or supp’ied at the berths from tanker vehicles.
In Takoradi port,

diesel and fuel oil are available at

4 main berths and at the Oil Wharf.

These are provided

by the oil companies notably Shell Company (W.A.) Ltd.
and Tobil Oil (Ghana) Ltd.

Pilotage in both ports is compulsory for vessels over

10 tons gross tonnage and it is provided by locally
trained pilots of the Ghana Ports Authority.

Vessels

exempted from compulsory pilotage are naval ships belong
ing to the Republic of Ghana;

ships owned or operated by

the Ports Authority, pleasure yatchs;
gross tonnage;

and tugs,

dredgers,

ships under ten tons

barges or similar

vessels whose ordinary course of navigation does not
extend beyond the limits of any port.

Towage and tug service is also provided by the Forts
Authority.

The Authority has three tugs in each port and

normally two tugs are used in movement of vessels and the
third is normally on stand-by.
one tug is normally used.

With very small vessels
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Vessel traffic service is also provided in both ports.
There is a VHP system in both ports and vessels three
miles out of the ports have to call the Signal Station to
give their names,

call sign,

their flag or nationality,

the type of cargo they are carrying and the tonnage and
the name of their agent.

With these information the ship

is registered and will be allocated berth

which is

normally done on first come first served basis with very
few exceptions.

P.ooring of vessels is also undertaken by the Authority,
The Authority provides mooring men and mooring crafts to
take the ship's ropes and see to the safe mooring of
vessels at the wharves.

The vessels however have to

provide their own mooring ropes and have to ensure that
these mooring ropes are in good condition and strong
enough to hold the vessels at the berth.

Fenders at the

berths, wharves and jetties are ell orovided by the
Ports Authority.

Dredging of the ports is also undertaken by the Authority.
The Authority had two dredgers a self propelled grab
dredger with two barges capable of holding 30,000 cu.

ft

of dredged material each in Tema and a bucket dredger
without engines but towed with tugs was used in Takoradi
Port.

This barge has since 1981 been out of service and

has been dumped.

Both ports have railway links to all the

sheds and storage areas in the ports.

5. A TEr.A FISHING HAR3CUR

The port of Tema has a fishing harbour attached to it
The fishing harbour has two nrain basins:
1,

the Inner Fishing Harbour which caters for small
crafts and

2,

the Outer Fishing Harbour with a depth of 21
feet for larger fishing vessels

3,

there is also a smaller canoe basin for the
indigenous fishermen who still use the canoes
fitted with outboard motors.

INFER FISHING HARBOUR
This has a North/South Quay with the following featur
Length of Ship

Berth
11

—

•

o

190 feet

Draught
ll'OO"

It

2

180

n

12'00"

»

3

170

If

17' 00"

"

4

240

If

15'00"

"

5

240

It

14'00"

OUTER FISHING HARBOUR
L ength of Ship

Berth

Draught
15'06"

No.

1

200 feet

It

2

240

II

16'03"

"

3

240

It

18'00"

250 ‘ ' II

16'00"

If

20'00"

2 Buoy Foorings

1

"

F.ooring

350

The death of water in the approaches to the outer
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Fishing Harbour is 25 feet.

However there is a IB foot

rocky path at the entrance.

Vessels drawing more than IB

feet therefore have to navigate w' th the rise of the tide.

The depth of water in the entrance of the Inner Fishing
Harbour is about 16 feet but a reeky patch with only 15
feet near the entrance is marked with a conical BWUS Buoy.
The three mooring buoys are meant for cripnled vessels
which are awaiting parts for repairs or which are waiting
to be taken on the mechanical slipway for repairs.

The fishing harbour is overcrowded and several broken
down vessels simply remain there because there is nowhere
else to keep them while awaiting reoairs.

The Ghana

Boatyards and Tema Shipyard and Drydock Corporation are
not able to cope with the volume of work.

The fishing

harbour which was built in 1962/63 has not been extended
or modified and has become too small for the traffic.
There is need to modernise the harbour and extensions made
to it to cope up with the increase in fishing activities
in Ghana.

There is also the need for more fishing harbours

to be built along the coast and also more repair facilities
provided for the fishing industry.

To ensure the safety of the lives of the fishermen as well
as their investment in the fishing vessels it is recommended
that Ghana ratifies and implement the Torremolinos Inter
national Convention for the Safety of Fishing Vessels,
The FAO/ILO/IFiO Voluntary Guidelines for the Design
Construction and Equipment of Small Fishing Vessels and

1977,
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the FAO/ILO/ir'10 Code of Safety for Fishermen and Fishing
Vessels, Part A,

Safety and Health Practice for Skippers

and crews have to be adopted into national regulations by
the F.inistry of Agriculture.

The country will also have to ratify and adopt the new
Law of the Sea Convention in order to claim 200 nautical
miles Exclusive Economic Zone for fishing and other
activities.

5.5 F.AINTENAOCE OF THE PORTS
T'laintenance of the two ports,
such as wharves,
cranes,

jetties,

the facilities and equipment

transit sheds,

navigational aids and beacons,

of the Ghana Ports Authority.

tugs,

launches,

is the responsibility

These jobs are all under

taken by the staff and employeesof the Ghana Ports Authority.
No maintenance job is given out on contract to outside
organisations.

In the port of Tema the civil engineering structures are
sound except for a problem, of suspected settlement of the
main breakwater.

The original designers. Sir

William Halcrow and Partners were contacted in 1980 to
find the cause and suggest remedial measures which they
did.

The Authority casts concrete cubes-in-situ at the

area of the settlement to maintain the original height of
the breakwater and to prevent the waves from coming into
the main basin of the port.

In the port of Takoradi, on the other hand,

the main
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structure is old and needs constant attention and mainte
nance.

As stated earlier,

the main port was built in

1928 and 2 more quays were added in 1945 so that special
efforts are needed to deal with strengthening of the
wharves and quays.

The floating crafts and shore equipment of the Authority
vary in age in both ports.

Two tugs are fairly new

having been bought in 1978.‘

The four others were acquired

much earlier in 1970 but are in fairly good shape.
pilot launches were bought in 1982.
however old.

The

The dredgers are

The dredger in Tern,a was acquired in 1965

while that at Takoradi port was acquired in the 1950s and
has been scrapped and dumped.

The water barges at the

port of Takoradi and the shore cranes are old too.

The

problem here is procurement of spare parts to rehabilitate
some of these equipment which have life span of 10-15
years.

There is a question of foreign exchange to get the

spare parts and replacements for some nf the equipment
which have become obsolete.

This has not been very easy.

As stated earlier the repair and maintenance of the
crafts equipment and the infrastructure are done by the
engineering departments of the Authority.

['’odern work

shops are necessary which must be well-equipped for the
purpose.

This is not the case but the officers use

their ingenuity to get the jobs done.

The Authority does

not have its own slipway and drydock in Tema because two
slipways and one drydock belonging to the Authority were
taken over by the Tema Shipyard and Drydock Corooration
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(TSDC) in 1967 uith the understanding that the TSDC mill
give preference to the crafts of the Authority when they
are due for drydocking or for repairs.

In practice

houeuer this has not worked satisfactorily and sometimes
the Authority's craft had to wait in the queue to go for
drydocking in Tema.

In the port of Takoradi,

the Authority has its own dry

dock and slipway for the repair of the floating crafts.
Here however the slipway has developed some mechanical
faults with the rails and slipway toes.

The main handling

cradle and side transfer cradles needed rehabilitation too.

In addition to spare parts, marine paints,

steel plates,

welding equipment and materials were in the pest very
difficult to acquire because of the foreign exchange
restrictio'ns imposed by the Government.

This position was

alleviated from 1961 when under British Government loans
to Ghana,

the Ghana Forts Authority was granted 1.5 million

pounds sterling which was used to order spares to rehabili
tate the quayside cranes and equipment of UK origin in both
ports.

In add.ition Df'1 270,000 was allocated to the

Authority under a West German loan to Ghana to order spare
parts from that country for the Authority's equipment of
West German origin.

Under Title II of the UK loans to

Ghana in 1982 a further 1.7 million pounds sterling was
granted to Ghana Ports Authority which was used to buy
pilot launches,

dumpers,

trucks etc.

for the Ghana Forts

Authority.
In September, 1983 the Government approved the collection

of all port dues and rates in foreign exchange and allowed
the Ghana Ports Authority to operate a foreign account of
^0,5 million for the acquisition of spare parts and paints
for the maintenance of the port equipment and crafts.
The Authority spent 036 million,

about 01.01 million

(035 = 01,00) on the Port of Tema in 1S83 for the mainte
nance of infrastructure equipment,

crafts,

dredging,

resurfacing of roads and quays end 010 million i.e.

about

0300,000 on the port of Takoradi during the same period.
The nort of Takoradi is less in use now due to the decline
in economic activities in the country and therefore needed
less maintenance.

It is the writer's opinion that it is not necessary for
the Authority to undertake all the maintenance jobs by it
self and thus maintaining a large staff of artisans techni
cians and labourers.

Apart from their salaries,

the

Authority also pays their social security, medicare,
housing allowance, meal subsidy, orotective clothing and
other facilities have to be provided which greatly increases
the administrative and operating costs.

i^lost of the civil engineering work could be given on
contract to very competent engineering companies in the
country instead of the Authority doing it all by itself.
A small staff of engineers and technical officers could be
kept for designing and planning purposes and for minor repair
works only to be taken care of by the Authority.

One big workshop should also be established to take care of

the electrical, mechanical and marine equipment of the
Authority such as the tugs,

dredgers and floating crafts.

Here all the repairs of both ashore mechnical equipment as
well as the crafts could be undertaken and this could lead
to a drastic reduction in the staff position.

It would

also lead to a reduction in idle time and economies of
scale of production will be achirued.

This should replace

the present system of small workshops scattered all ouer
the place by the different units of the Authority,

liJith the maintenance of equipment,
crafts,

infrastructure and

a planned maintenance programme must be drawn by

the engineers end followed.

This is not done at the moment

and sometimes equipment and infrastructure are left to
breakdown completely before repairs are carried out which
increase costs.

The old adage of "a stitch in time saves

nine" must be followed not only in the Authority but in
all areas of the economy to plug the holes through which
the economy is drained.

The problem of proper maintenance of equipment and in
frastructure has been noted by the various Governments and
is being given due attention in all sectors of the econom.y
as contained in the passage quoted from the Five Year
Development Plan of the Supreme f'lilitary Council,

"There is one major oroblem that faces all
existing modes of transportation and that
is lack of adequate periodic maintenance
to keep the basic infrastructure in the country
intact.
Due to lack of maintenance and
repair there is a real danger that
investment in the sector may seriously

corrode in the very neer future if proper
attention is not paid to this section."!

It is of utmost importance that all the port equipment
and infrastructure are always in top gear to accept,
accommodate and work vessels in port so that imported
cargo is quickly discharged and the vessel despatched
especially vessels on charter so that despatch money could
be earned and the cost of imports is cut down to the
minimum and demurrage is not incurred nor any surcharges
imposed which are a drain on the economy of the country.

It is also absolutely important for exports have to be
loaded in the ports quickly and sent out so that the
country earns the foreign exchange needed for investment
in the industrial sector,

Plaintenance of the ports to keep them in shaoe to meet the
purpose for which they were built need not be over
emphasised.

All the reasons for building the ports in

the first instance are still relevant today and considering
that a lot of money has been invested in building the ports,
men are employed and owe their livelihood to the continued
operation of the ports,

the Ghanaian economy as a whole

is linked to the ports and therefore no effort should be
spared to maintain and improve the ports and ensure that
they are operated efficiently.

Five Year Development Plan 1975/761979/80 Part III Chp,2.
Published in
January, 1977 by the ministry of
Economic Planning,

CHAPTER 6
THE AOriNISTRATICH OF THE PORTS IN GHANA
6.1 (a) ESTABLISHTETT OF THE AL'THGRITY
The rBS-^onsibility for sdninioterinc the two ports of
Tekoredi and Tema is entrusted to the Ghane Ports
Authority which was established in 1977 as a statutory
organisation following the enactment of the Ghana Ports
Authority Decree,

1977 (SMCD 96),

Previously, the sorts were administered together with
the railways by the Ghana Pailwiay and Ports Authority
which came into existence in 1973.

Gefore then the

railways and the sorts were administered by the Ghana
Railway and Ports Adrrinistraticn as a Civil Service
Department under the Ministry of Transport and Communica
tions,

With the enactment of the Ghana F\ ail way Cornoratinn

Decree 1977 (SHCD 95) and the Ghana Ports Authority
Decree, 1977 (SPCD 96) the railweys and the corts became
two autonomous state corcorotions.
The decision to decentralise was taken in 1977 by the
Supreme Military Council,

(SNC)

the government of the day,

to facilitate the technical development of the ports and
the railu'ays as two separate viable entities.

It was

believed that this would lead to the rapid development of
the transport sector of the economy which will in turn
facilitate fester economic development of the country.
It was also believed that with the decentraliscction both
organisations would be able to attract men of foresight
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and sound judgerrent as adrrlnistrators end technicel
experts to undertake the developments necessary.
It was also felt that the rcrts could function better
and be more arosperou-s on their oun than a large organisa
tion as the Railway and Ports Authority with a large
bureaucratic manichery under the General Kancger of
Railway and Ports which tended to stiffle developments.
U-'ith the separation,

the administrative pattern of the

ports were drastically changed and this change is still
in urogress and a bit difficult to cerry out because of
the relatively long existence of the Railway and Ports
Administration wliich officially started in 1928 with the
opening of the port of Takoradi in that year.

Long

established habits, vested interests and authority
exercised by officers tlirough control over some port
activities have not been easily relinquished.
The ! 1 eadquarters of the Authority is at Tcma instead ,of
the former headquarters at Takoradi which Wrss m.aintaincd
by the Ghana Railway Coroornticn.

The port of Takorr.di

is therefore now ccntrellcd from, the new headquarters at
Tema.

Apart from’ the two ports at Takoradi and Tema, the

Authority is also resnonsible for ell light houses and
navigational needs of the country along Ghana's coasts.
6.1 (b) DUTIES OF THE AUTllGRITY
The duties of the Authority are all clearly stipulated in
the statute setting it up and include, inter alia, the
provision of the necessary facilities, equipment and

A9

infrastructure for the efficient and proper operation of
the two ports which includes the responsibility for the
provision, management and maintenance of wharves,
transit sheds, tugs, crones,
shops for repairs etc.

jetties,

launches, slipways and work

The Authority is also charged with

the responsibility for the provision of light houses,
beacons and other navigational aids to ensure safe naviga
tion of E iips in the country's coastal waters.

The

Authority is empowered to license and supervise stevedores
and master carters as well as errgo handling and lighterroe services in the ports.
The Authority is also responsible for the development of
the ports within the frr.:;-.ework of the notional economic
policy.

This is stipulated in Section 5 of the Ghana

Ports Authority Decrne, 1977 (SP.CD 95) which reads:
5 (l) It shall be the duty of the Authority
(a)

to provide in a port such port
facilities as appear to it to be
necessary for the efficient and
proper operr.tion of the port;

(b) to maintain any port end port
facilities and to extend and
enlarge any such facilities as to
it shall seen fit;
(c) to regulate the use of any port and
of the port facilities ....
3

Subject to the orovisions of this Decree, it
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shall be lawful for the Authority to
carry on such activities as it deens
advantageous or neccss-ry to carry on
for, ':r in connection with, the discharge
of its functiors under this section and
without prejudice to the generality of
the foregoing orivision of this section,
the Authority fray;(a) acquire, construct, rr.aintain or repair
any oroperty iiiovable or immovable
reruired for the ourposes of the
Authority;
(i)

enter into any acreenent with any
person:
(i) for the supnly, construction,
manufacture, maintenance or repair
by the person of any property
movable or immovable which the
Authority may require for the
efficient discharge of its functions
under this decree;

and

(ii) for the operation or provis’m of
any port facilit.'es which the
Authority by this Decree is empowered
to onerrte or "provide
The Authority has been given the right to establish its
own rules and regulations, to select and appoint personnel
in accordance with their profcssianr.1 abilities through
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the Public Services Commission in the case of Senior
staff.

all port works,

and supply of equipment subject to approval by the Board
of Directors and the Ministry of Transport and Communica
tions and the availability of foreign exchange allocation
by the central government.

The Authority is not directly involved in the actual
^

^

for preparations of port improvement and

extension plans and for awarding contracts for works

^

^

The Authority is responsible for maintenance of

port operations but allocates vessels to be worked to the
various stevedoring companies.

It however has the right

to put pressure on any company if the vessel is not being
worked properly.

The Authority supervises the general operation of the ports.
/

It establishes tariffs and port dues with the approval of
the Minister for Transport and Communications after prior
consultation with the port users such as Shipping Companies
and agents, Ghana Shippers' Council and the Ghana Chamber
of Commerce,
them.

The Authority collects the dues and retains

The stevedoring and cargo handling charges are

supposed to be fixed by the Ghana Cargo Handling Company
with the consent of the Minister after prior consultation
with the Shipping Companies,

agents and Shippers' Council,

This has however not happened often and there have been
protests by the Shipping Companies,

See Annex 3,

.The statute provides that the Authority could lease
property to private firms and could buy or sell land
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adjacent to the port, incur financial obligations in its
own name and act as a legal entity that is it could sue
and be sued.
5,1 (c) GCV/E5N::;f:TAL Cn^'TRCL
Government's control over the Authority is exercised
directly through the i'inistry cf Transport and Comrrunications but indirectly through the Tinistries of Finance,
Economic Planning,

and Trade uiho have to approve

foreign exchrnqe allocations for capital intensive
projects and the allocation of the foreign exchange and
establishment of Letters of Credit.

The Authority's

apolication for foreign exchange allocation is considered
along side the needs of the whole country and trimmed
down.

In the p.-st it u(e=.s difficult for- the Authority to

get foreign exchrnoe allocations to purchase spare parts,
marine paints and other equipment beer use the Authority
had to go thrcugli this central system.

riouever in 1963

the government ap roved the operation cf a foreign
exchange account for the Authority and now it is possible
for the Authority to get so"re parts, paints and other
equipment which do not coot over ^10,000 without applying
for import license.

Capital projects however have to be

approved by government.

Yearly budgets of tho Authority

ere drawn and approved by the Coord of Directors now
called the Interir. rianagement Cemmittee of the Authority
and not the Finistry of Trensoort and Communications.
Foreign loans and contracts for large works and other
activities affecting naticr,al security and foreign policy

^

I

^

I
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have to be approved by government.

Plans for major port extension have to be submitted
through the I'linistry of Transport and Communications to
government.

Financial management of the port is subjected

to control by auditors appointed by government and final
accounts of the Authority have to be lodged with the
Auditor General^s Department and State Enterprises
Commission for their scrutiny.

Capital budgets have to

be lodged also with the tMinistries of Finance and Economic
Planning to be embodied in the capital budget and develop
ment programmes of the country.

6.1 (d)

APPDIIMTIV.ENT OF OFFICERS DF THE AUTHORITY

Appointments of the Director of Ports Services and the
tuio Deputy Directors of Ports Services are made by the
government on the advise of the Putciic Services Commission,
They should be persons with appropriate qualifications and
experience.

Other Senior staff are appointed with the

approval of the Board of Directors.

Prior to the establish-

ment of Interim Management Committees (iMCs)

in 1982, the

Board of Directors were appointed by Government.

The If'lC/

Board formulates and approves programmes and budgets of
the Authority,

The total effect of these legal provisions,

powers and limitations make it possible to reconcile the
two somewhat contradictory requirements of an ample
degree of independence and autonomy for the Authority
on one hand, and a reasonable measure of governmental

control on the other hend.

This ensures thet there is

ample freedom for the adninistretiue authorities in the
Authority to rianege the ports efficiently and to follow a
steady, consistent progremn.e of -.ort development without
deviating from the general eccnomiic policy of the govern
ment,
6,1 (e) PUBLIC GUl'EF.ShIP VETSLJS PfIUATE Ctir'JEPS'.ilP
Private ownership of land end port installations ere not
the order but exceotions.

A private berth for Uolta

Aluminium Comrany (i'alco) which imriorts alur.ina in bulk
and pumps it into silos vie a conveyor system is ooercted
in the port of Tema and is the only private installation
there.

In the port of Takoradi the bauxite and manganese

berths are leased out to the companies which deal with
these bulk cargo?s.

The Authority However undertakes the

repair and maintencnce of the facilities and charges the
com.panies accordingly.
belong to the Authcrity.

The land and all the installations
Land was leased out to another

private company GHACEP to build a clinker jetty with a
conveyor system, from the jetty by which bulk clinker and
gypsum imported is conveyed to the factory.
The oil berth and jetty in the ports of Temia and Takcradi
resrectively are owned and o’^erated by the Autli-ority,

The

pipel-'^nes to the tank farms outside the ports'security areas
are also owned by the Auth.ority.

Outside the immediate

security areas of the ports, the Authority has leased out
land to the various shipping comoanies,

agents and other

allied interests for the building of I'crehouses and other
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installations the elans and drrwings of which rr.ust be
approved by the Authority.

The Authority has been granted

powers also to enter any land contiguous to the ports for
any development after giving due notice to the occupier
of the land and pay approoriate compensation to the
occupier.
Jurisdiction of the Ghana Ports Autliority extends over the
channels and anchorage grounds n £ c? jT u h e ports'entrances
and pilotage districts which the Authority created in the
two ports.
All the trens:t sheds are owned by the Authority.

Cargo

is however relorsed to consignees by the Ghconr, Cargo
Handling Cor'any after exs"'ir,Btion by the Customs and
Excise Department.

Cargoes which have stayed in a transit

shed or the open 'storage areas for more than two weeks
after the de'orture of the vosacl bringing it has to be
transferred to the State i'ere-houses which ore controlled
by the Customs and Excise DepertTent.

This is to create

adequate spc-ce in the s h eds and omen s tacking ? rcr s for
cargo.

Rent free period 0 f seven days is al 50 gr^ nted for

the clear-nce of cargoes in t h e p 0 r t s after wh i c h the
Authority begins to 0hr.r ge port rent.

This is to discourr

port users from using the ports as warehouses and to prevent
congestion in the port.

There is normally co-operation

between the Authority and the Cuotoir;s and Excise Deoartr ent.
The Authority provides all the facilities necessary for
the Customs to perform their dutiss.

The activities of the

Customs Officers and the Jorder Gu-'^rds, a unit of the Ghana.
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Armsd Forces are aimed at prev/entino smuggling, collection
of dues end enforcement of ucrious Customs regulations.
The Authority houeuer docs not get inv/olued in the real
operation of the sheds but based on daily reports submitted
by the staff of the Ports Dperrtions Department stationed
in the sheds, berth allocation to vessels is made.
5.1 (f) D’^FICES CF THE HAnPO'i'R FASTlRS

The offices of the Harbour F,asters in both ports aye
integral parts of the port administrstion.

The liarbour

Fosters ere heads of the ferine Goerations Departments and
control the pilots,

the tugs irnssters,

the mooring men, the

hydrographic section, divers end the signal stations of the
Authority,

Activiries of the Harbour Fosters are closely

connecred uirh thn allocation of bertins, bringing of vessels
by the pilots and the rug masters into the sorts, ensuring
that all the nevigational aids in the ports ere working
and ;jroperj.y naintaineo as well as the buoys and the lioht—
houses.

The Harbour festers also ensure vessel traffic in

the "orts end at anchorage through the vessel traffic system
operated from the Cinnal Stations through the use of UHF
System,s in both ports.

Dedicated emergency and distress

calling channels are m.eintained in both ports.

The Harbour

Masters for both parts as well as the Chief Harbour foster
are expected to uossess fester fariner's Certificates and
must have been fosters OT foreign geing vessels for at
least five years.

The Harbour fosters in their capacity as

professional morina officers do not take orders from the
Port Operations Deportmonts headed by Senior F'orts
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Operations Managers on matters of navigation.

However,

uiith respect to rr.ovc!:ent of VBSse.is in accordance with
the Port Operations Dsnartrrents'plans, they follow
instructions of the Senior Ports Operations Managers.
B.l (g) OTHER 5E7VISES ?Y PU3LIC Ifv'STITUTIGi'S
Health Service, health control of passengers, and various
sanitary measures and quarantine cr veterinary control are
undertal<en by Port Health, a unit of the Ministry of Health
and the Quanrantine Unit of the f.inistry of Agriculture.
Pass, ort control end immigration matters in the ports come
under the Immigration Department of Ministry of Internal
Affairs.

Protection of person end croperty against

criminal assaults is the duty ot Railway and Ports Police
within the port security areas.

The Authority maintains

a security department with a Chief Security Co — ordinctor
with a detachment of soldiers from the Ghcna Army attcched
or seconded to it to protect other valuable goods in the
ports from theft and pilferage and to safeguard national
security.

The Railii^ay and Pores ^olice L'nit main rains

patrol of the waterfront facilities and vessels at ancho
rage and the Boarder Guards patrol units ensure that
smuggling outside the "^orts in the country's territorial
waters is prevented.

The Police also prosecute all

criminal offences conrvitted in the ports in the courts.
A close daily contact is maintained by the Authority
between the various operations derartnents, the shipoing
companies and ship,::ng agents,

the stevedcring companies

•
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and Ghana Cargo Handling Comcany Li:.'ited by organising
daily berthing meetings chr?ired by the Senior Ports
Operations Panegsrs uiitri the Harbour Ha stars in atLendance,
Each seruice stays within the limits of its responsibili
ties and where it becomes necess'ry for close co-operation
for example between some of the shipping companies for
hiring of their equipment such modalities are U'orked up
at the highest level by common consenr between rhe
officials.
6.1 (h) FINiHCIfL AL’TCfvOf'.Y OF THE AUTHCniTY
The Ghana Ports Authority for it to keep its autonomy has
financial indenandence and self-sufficiency.

It has ios

own budget approved by the 3c-"rd or the Interim Manage rent
Committee (IMC) of the Authority both for revenue and
expenses.

Proceeds of port dues and other receipts such

as rent for leases of plots and buildings, tolls at the
gates and from the Fishing Harbour, storage rent levied
on cargo which has over stayed in the ports etc, ere used
exclusively for port a dm ini str ration maintenance and
improvement.

The Ghana Ports Autiiority under Part XI —

Dues and Rates - Section 77 has power to levy rates and
also in special circumstances adjust the dues, rates,
rents and charges specified in the published ports (dues
and rates) regulations to accord with the snecial narure
of the actual services rendered but the adjustment should
not exceed 5D/d of the miaximum dues, rates, rents, or
charges so specified.

The proviso is not used often and

therefore ensures stability in tarifrs.
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In Septerpiber 1983 the Authority storted a nsuj procedure
ujhereby all ships dues, port dues, light dues, pilotcge
dues, mooring and berthing charges, charges for tugs and
other crafts, charges for unhcruater services, charges
for cranes, stackers, cocoa conveyor etc. are all charged
in US dollars except wharfage and storage rent are charged
in local currency.

The tariffs could also be paid in

local currency by Ghaneian registered vessels.

This is

to ensure that the Authority gets enough foreign exchange
to enable her buy spare parts, equipment and marine paints
for the maintenance of the ports.
The Ghana forts Authority hes been self-sufficient S3nee
the time o'l

sB’’orcHon in j.977.

Since t-he u.ia.-. or

separation the Authority has been able to accuira some
capital equiprr.ent from overseas to improve operations at
the Ports.

Three 10 ton portal cranes were purchased in

1979/80 and er cted at the coot of /200,000.

Two fire

tenders and fire oumps mere ourchased, spare parts for
the rehabilitation of the port cranes at both sorts were
underta'-'.en from the resources of the ,\Uuho-ity,
6.2 ir-TERUAL STOUCTURE OF TUG 7077 ADTI?'I5TG"TI^U
The administration of the Ghana ''orts Authority is
divided into tuo main branches;

a policy making body, the

Board of Directors now called the Interim management
Committee (IffC) and the executive branch composed of the
Director of 'orts Services, tha departmental heads and
the entire operating staff.
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5.2 (a) THE GOAOD OF DIOECTOBS ND'j.' ir^TERIP'i
f' ANAGE'- ENT CHilMITEE (ir'T)
Under the Fart II (Esteblishmcnt of Forts Authority)
Section 3, of the Ghonc Forts Authority Decree, 1S77
(SFCD 96) it is stipulated thict:3 (l) The governing body of the Authority
shall be the Eor'rd uhose rierr.bsrs
including the Cheirman shall be appointed
by the Supreme military Council(which
was the. government of the day)
(2) The Eoard shall consist of:(a) a Chairman
(b) the Director c f . o;

; ervices

(c) a ripresentetive of the i^'inistry of
Transnort and Communications
(d) a representative of the Ghana Hailiury
Coroorction
(e) four other persons with experience in
comncrcia], shipping or other relevant
professinnal fields.
(3) The term of office of members of the Board
other than the Director of Forts Services
shall be two years
(4) Every member of the Board shall, at the
expiration of his term of office be eligible
for re-appointment.

The Board

vlt-s

exnected to mec'

le.-'st once a month but

emergency .meetings could be colled aL the rccuesL of ti'fo
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members of the Boerd to the Director of ^'orts Services in
writing with c summery of the business to be trcnsccred
at lecst five days before the date of the meeting.
members were paid allouc-nces.

Gorrd

The Secre^ury to th^ uooxd

was expected to’ be en officer of the Authority to be
designated as such end who performed such functions ss
the Board or the Director of forts Services would direct
in writing.
This system existed until 31st Dece.rbcr, 1961 when rhe
military government cf trie Provisicr-al National Defence
Council (FWDC) came into power end issued a directive
replacing all Corrds by Interim fanrcement Com mittcss fer
all I'inistrics, decor tr'cnts, statutory boi dies end organi
sations in the country.

The Ghana Certs Authoriuy

Interim fianecement uias therefore formed in accordc^n e with
the directive as fcl,.ows:(1) the Director of Ports Services as Chairman
(2) the Financirl Controller or Chief Accountant
(3) a representative of the Senior execu-.ives
(4) a representative of the middle mrnr cement
(5) a representative cf the Local Lorh.crs Union
(6) two representatives of the L'orkers Defence
Committee.
The Interim Management Committee psrfc_med all the
functions of the Co.-rd and adopted all the procedures fo:
3o-rd meetings exceot that emergency meetings could be
ccll.-.d within 24 hours and the members were not entitleo
to any sitting allowances.
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In thG former system businessmen from the Chamber of
Commerce, the Cocoa r-'arketing Coord, Honcgement and
Productivity Institute, Ghana Navy, members of Pcrliament
at one time or the other served on the 3o:rd.

Even though

they ujere men uith excerir.nce most of them did not under
stand peculiar oroblems relating to the ports end there
fore it took them a long time to understand the working
of the ports end the problems of the Authority.

Some of

tlisir rolicies led to clashes betu’een the workers and the
f'lanaDemont leading to work stoopages on more then three
occasions bstucon 1S77 and 1901,

With the Interim management Committee the suspicion
between the workers and the Nonagemont u-s greatly reduced.
The leaders of the workers from the lowest level up to the
management level are all reorcsented and moke the policies
and ensure that they are carried out.

After most of the

Interim Nan; gernent Committee meeting the Union leaders and
the Workers'Defence Committee representatives go out to
educ;^te the workers on the decisions.

On a feu occasions

houBver there were dead locks on issues at the INC level
because the Union and the WDC members refused to compron.ise
on issues even though they were cut voted sb the INC
meetings.
This system has a feu disadvantages.

Firstly, it does not

bring the experience end outsiders' views to br:ng upon the
administration of the Authority and makes it more inward
looking than progressive.

The problem becomes rpore acute

if the level of education and exoosure of the memoers of
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the mepbers of the Interim I'cnrre: ent Committee are
inaderu-''te.

This could have o very disastrous effect on

the organisation in the long run.

After hauino observed hou the Interim hannrement Committee
of the Authority worked it i.iould be suggested that a
mixtuT'c of the two systeras should be odooted by amending
the statute which set

u;j

the Authority so that workers'

representatives as well cs ;ort users,

shipoing cerpanies

or their agents, Chamber cf Commerce and various business
interests could be represented on .the Board.

f.oreover

since the Coard reorosents both ports its merabsrship
should be drawn fruui both ports.
member Board is suggested.

In this record a 20

This would make the Board

larger but snail soecislised committees could be estsblished
to perform a substantiel part

ot

: reliminery work rsruired

for decision taking by the full Board.

The tenure of the n,embers of the Board should also be
increased from 2 years to A years to ensure continuity in
the work of members.

All the Board members should be

reimbursed for t'-isir travelling costs and incidental
exoenses connected with their duties.

They should also be

paid sitting allowances to induce t'nem to devote more of
their time to the uiorlc of the Board,

To ensure that the

Board does not unduly interfere in t!ie internal adminis
tration of the Authority the definition of their respon
sibilities must bs clearly written and established.

The Board, as a governing body of the Authority has the
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ultim?te res'onsibility for the proper functioning of the
ports.

However this function cannot be undertaken by the

Board merrbcrs therr.celves but should be delegated to the
Senior Executives of the Authority under the supervision
of the Borrd.

The following itens could be reserved for

decision of the Bo-rd:I %

(1) Adry.inistrative set up of the Authority - organisa
tional set up with scheme of service ;
(2) Operoticnal set up of the oorts and operc.ting
regulations;
(3) Finencial policy and aprroval of annual budgets;
(а) Port tariffs and dues end their a-^provsl;
(5) Controlling the activities of the private contrac
tors in such fields as stevedoring, porterage,
cargo handling, lighterage, etc.;
(б) Cverall policy of port improvement and extension;
(7) Aprroval of contr; cts for major works and ■ urchr.ses;
(8) Sale and long term Ic^se of rort prooerty;
(S) Salary scales end conditions of service for employees;
(10) Selection and appointment of senior officers of the
Authority as well as their rromotions;
(11) General supervision of the administration;
(12) Serve as a liaison bet^teen the Authority and the
central government and the general public.
The system as embodind in the Decree where the Chairman of
the Board is ?p’-ointad by Government and is not a full time
official should be maintained because the organisation is
not big enough to merit a full time Chairman and the
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Director of Ports Services with his two duputies should
be able to manage both ports and the administration.
5.2 (b) ORGPfJISATinr' CF EXECUTIVE OFFICES

The Director of Ports Services is the Chief Executive of
the Ghana Ports Authority end according to Sect'on 8 of
the Ghana Ports Authority Deer e, 1577 (Sf.CD 96) he shell
be appointed by the governriont and be charged with the
direction of the dey-to-day business of the Authority and
control of its employees, end subject to such directions
as may be given by the Co'rd.

It ; s also sticulated that

the Director of P'erts Services should be a person with
appropriots qualification and exper;' cnce.

The actual

qualifications for the rost jre stipulated in the Scheme
of Service of the Authority and after shortlisting of
applications for the post by the Board of Directors, the
Public Services Commission tcl^es over tiie selection
process with the Chairman of the Coord serving on the
interview panel.

The result cf tlie ; anel is submitted

tl'irough the ministry of Transport and Comm.unications to
the cabinet for approval and appointr-ent end this process
goes for the two deputies as well,

6.2 (c) DUTIES

OF THE CHIEF EXECVTIVE

By the very nature of his duties the Director of Ports
Services should be acouainted with ell aspects of port
operations, the deficiencies in t!ie pert end requirer^ents
of traffic.

He s'^ould maintain daily contact with all

his departmental heads as well as with the main users of
the ports.

Cn his shoulders rest the efficient
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adninistrction of the roits.
The Director of Ports Services should be very familiar
uith the economy of the country, knowing the peak seasons
of the country's exports and irr.,'orts, transport problems
and should have a high degree of initiative and vision,
in addition to his rr.rnagerinl talents.

His personal

qualities and ability to n.ake sound judgement matter more
than his academic or technical qualifications.
The outies of the Chief Executive cover a very vast aree
of res-'onsibility and the duties involved are numerous.
He is resuonsible to the governing body of the Authority
and to the gcvcrn:i.ent for the proper functicning of the
ports in accordance with its economic policies and objec
tives and the guidelines established by tiie governing body,
and the legal statute eiteblishing the Authority.

The most im‘ortant functior s of the Chief Executive are to
implement decisions of the Zorrd, to organize operations
in the ports within the framework arr^roved by the governing
body of the Authority, end ensurino that the deccrtrr.cntal
heeds carry out thieir duties properly.

He should be strict

and firm in ensuring the abuses of authority and negligence
are curbed:

"The execution of Boerd decisions and the
initiating of specific proooscls for Board
consideration must be of necessity rest upon
the paid staff hsaded by the Chief Executive
Cfficer,who, to a large degree, becomes the
mainspring of the organization.
His ability
to organize a capable professiunal staff, to
inspire loyal and devoted service to the
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organization, to organize for Soard
consideration the activity crogranrne, and
to maintain smooth working relationships
with the Doard, port users, government and
the general public, is essential.
Like the
members of the Board, the Chief Executive
may be found in any one of several diverse
professional backgrounds.
In the writer's
experience, such officers of excentional
competence have been drawn from the ranks
of engineers, economists, lawyers, accountants,
transport managers, bankers and elsewhere,
The^most important qualification is an ability
to integrate objectively the facts of a situa
tion and to sharpen the issues to a decision
making stage, either for action by himself
within his delegated powers, or action by the
Board."1

The Director of r orts Services is resaonsible for the
prepcraricn of plans for port imerovement and extension
for consideration and approval by the Borrd.

He also

prepares amendments to the tariffs and other existing
regulations for an'roval by the 3o?rd,
however,

Unfortunately

the Ports Regulations, 1964 (L.l 352) for

working and handling of dangerous goods in the ports have
not been updated even though new standards have been
developed by the International r'leritime Organization

(ir:0) as published in the IP.DG Code end the ir-ID Code on
the Conveyance, srorage ana Handling of Dangerous Goods in
Ports Areas and the Internati-nal Convention on the Safehandling of containers.

The Director of Ports Services is also free to select his
staff, subject to ap-rovel by the Board, by the appointment
and promotion of senior officers.
1

Under th'

Board system

P'lission: Port Development ... lifith case
studies by L'falter P. Hedden pgs. 91-92.
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he was a full member of the Board with the right to vote.
Under the present system of the Interim Nenagement
Committee he is the Chairman and submits the budget and
other proposals to the Committee for discussion and
approval.

6.2 (d) ORGANIZATIONAL STRUCTURE
Internal organization of the executive offices has been
simplified.

The Authority has been organised into the

following departments in both ports of Takoradi and Tema:
(1)

flanagement

(2 )

Personnel

(3 )

Port Operations

(4 )

Marine Operations

(5)

Civil Engineering

(6)

Marine Engineering

(7)

Electrical and Mechanical Engineering

(B)

Accounts

(9)

Stores

(10)

Internal Audit

(11)

Security

Even though there are eleven departments only four
officers are supposed to reoort to the Directo-i; of Ports
Services on technical matters,
Master,
filled),
ler.

namely the Chief Harbour

the Chief Operations Manager (a post not yet
the Engineer-In-Chief and the Financial Control

This system brings'all the engineering departments

under the Engineer—In-Chiefj

the administrative, personnel,

>
^

^

I

69
accounts and stores under the Financial Controller while
the operating departments - marine and port operations
report directly through the Chief Harbour i^laster and the
Chief Operations Dlanager respectiv/ely to the Director of
Ports Services,

There is however no clear distinction between the adminis
tration of Port of Tema and the Headquarters of the
Authority.

The Director of Ports Services, one of the

Deputies and all Departmental Heads are based in Tema
whilst in the port of Takoradi apart from the Harbour
Master and the Senior Port Operations Manager who are full
of Departmental Heads the other officers in charge of
departments are seconds in command.

This situation is very

anomalous and undermines the auth.ority of the Deputy
Director of Ports Services in charge of Takoradi port.

To

make the administration of the port simpler a new organiza
tional structure for the Authority has been proposed with
clear distinction between line and staff functions in the
Authority.

The system of adm.inistration should be changed whereby
each port will be autonomous with its own port manager and
with a small administrative staff.

The ports should be

organised into only three main departments:
operating and administrative.

technical,

Financial management should '

come under the administrative department.

There should be

a Chief Engineer, a Traffic Manager and an Administrative
Manager,
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The Technical Department must have separate sections for
ciuil, mechanical and marine engineering.

The Operations

Department should consist of a section for port operations
such as cargo handling,

storage and warehousing and

another section for marine operations.

There must also

be a division for port statistics, port tariffs,
promotion.

port

The Administrative Department should be

divided into three sections namely:

personnel,

finance

and general administration.

See Annex AA for existing Organisational Structure of the
Authority and Annex 4B for the Proposed Re-organizational
Structure of the Authority.

One modern workshop must be constructed in each port to
take care of all repairs of crafts and other mechanical
and electrical equipment with junior engineers in charge.
Civil works in the ports must however come under the port
engineers who should also belong to the technical department.

In the port operations area since the Authority does not
handle cargo, it must only deploy personnel to the quays
and sheds to ensure maintenance of order,

safety of traffic

and handling of especially dangerous and harzadous m'aterials.
There must be traffic officers in charge of transit sheds
and open storage areas to supervise proper distribution of
consignments within alloted floor space to ensure maximum
utilization of space, stacking according to marks and safety
procedures, prompt delivery or removal of cargo to the state
warehouse or Port Back Shed and assessment of storage rents.
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Division of duties and responsibilities between the field
officers and the executive departments must be in a prac
tical manner.

The general plan of berth allocation for

vessels coming into port should be prepared by the Head of
Operatiog Department in consultation with the Harbour
Master and with the field officers.

The Harbour Master's office is a field office in direct
control of traffic on port waters.

Even though he should

be autonomous in operations especially on the water,

the

outfit should be part of the Operations Department and
considered as a partner and senior advisor to the depart
mental head.

Pilotage in the harbour,

at the anchorage and in the

channel all come under the Harbour Master,

Hydrographic

survey and taking soundings also come under the Harbour
Master and therefore this work should be entrusted to a
capable marine officer, with a few years experience as a
master on foreign-going vessels.

The Administrative and Financial Department should have
accounting sections with accountants attached to the field
offices in charge of billing for various port services in
co-operation with the operating personnel.

Cost accountants

and officers for property accounting and financial policy
formulation,

should be in administration.

The internal administrative structure should be such that
both ports have their own administrative structures at one
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central point for all the sections and departments in the
ports.

This will ensure that each port plans its own

manpower requirements and the head office only supervises
and co-ordinates activities in both ports, as well as
formulates general policies for the ports

Nagorski supports this idea by stating that;
"National Port Authorities, with a direct
control over more than one major port,
represent an endeavor to reconcile two
requirements; autonomy and close co-ordi
nation,
It appears however, that the
system of a single authority for several
ports has two inherent weaknesses.
If it
is conceived as an administrative body, it
would have all disadvantages of a centra
lized unwieldy remote control over ports.
If its main responsibility is co-ordination
and supervision, it would be a certain
duplication of an essential function of the
central government and governmental economic
planning units.
As previously stated, the
government cannot entirely give up responsi
bility for major ports to a quasi independent
bodyj a wide measure of supervision and
guidance must be exercised over any Port
Authority, whether national or local.
To
superpose on a local port administration two
supervising and co-ordinating bodies, the
National Port Authority and the relevant
department of the central government, would ^
not be a practical administrative procedure.

Each port in Ghana should be autonomous.
the problem of skilled manpower.

There is however

The ports were not able

to attract skilled manpower and professionals in the past.
A complete autonomy for each port at present will lead to
the demise of the port of Takoradi in particular because
much traffic does not pass through there at present and
1
Port Problems in Developing Countries Principles of Port Planning and Organisa
tion by Bohdan Nagorski - pp, 171-172,
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therefore it does not make enough revenue.
run however,

In the long

each port should be made autonomous.

It is further recommended that to ensure a harmonious
development of the ports and a reasonable unification of
procedures and regulations,

a Port Department must be

established in the Ministry of Transport and Communications,
devoted exclusively to port matters.

In this Port Depart

ment should be all the technical staff and experts to plan
the future expansion and development of the ports of the
country.

With such system,

the Port Department will be relieved of

the day to day administrative and technical port matters
and the officers of the Department will devote all their
time to the formulation and following up a proper and long
term development policies in accordance with the economic
progress of the country.

The Port Department would also

serve as a check on the autonomous ports to ensure that no
expensive mistakes are committed.

Under the present system

where there are no experts in the Ministry of Transport and
Communications, very serious and expensive mistakes could be
made which would go undetected until very late in the future
when the consequences could be very disastrous for the
country.

The work of a policy making Port Department would be made
much easier and more effective with the establishment of a
National Transportation Council as an advisory body where
private commercial interests and the other modes of

Ih
transportation- like road haulage, the railuays and river
and air cargo transportation could be represented to a
advise on the fast evacuation of goods from the ports and
propose changes in the improvements in the entire trans
portation system.

The comments and suggestions of the

business community would be of very great assistance in
making policies which would not stiffle business but
rather make it thrive and also offer the opportunity of
avoiding mistakes and accepting the best possible alter
native in each specific case.

This participation of the

business community in the administration‘of.the ports
from serving on the Boards to being in a consultative
position on the National Transportation Council would
provide the right atmosphere for business to grow which
the ports require to exist.

The Port Department could be financed from dues and rates
collected by the ports into a special fund to pay for the
services to be provided by the Port Department.

It would

be the duty of the Port Department to ensure that there
existed a close working relationship between the Department
and other governmental agencies for all the projects
envisaged included in the Government's development programme
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CHAPTER 7
PORT OPERATIONS^ PORT SAFETY AMD SECURITY
7,1 PORT OPERATIONS

As already intimated in the introduction the writer will
not go into the actual operation of the ports in Ghana
which come under the Ghana Cargo Handling Company
Limited,

a wholly owned state limited liability company

which was formed in 1964 to handle cargo in the ports of
Ghana,

It is the duty of the Ghana Ports Authority to ensure
that the ports of Takoradi and Tema are organised and
operated efficiently and to ensure the smooth flow of
traffic through the ports.
and storage of cargo,

['louement of vessels, handling

customs delivery formalities,

evacuation and supply of cargo by road,

rail or waterways

must be organised and co-ordinated in such a way that
delays and congestions are avoided in the ports.

All these

activities come under the umbrella of the Ghana Ports
Authority.

Cargo handling operations in the ports are undertaken by
the Ghana Cargo Handling Company Limited.

They have the

sole monopoly over master porterage and shorehandling and
therefore are in charge of moving cargo from the quays or
wharves to the sheds or open stacking areas for storage
and effect delivery of cargo to consignees.
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Steuedoring is carried out by three stevedoring companies
including the Ghana Cargo Handling Company handling 75^
and the rest 25fo shared by Atlantic Ports Services and
Speedline Stevedoring Company handling 15% and 10^
respectively.

In the port of Takoradi cocoa and sawn

timber are lightered from the sheds to vessels moored at
the buoys and loaded there.

The lighterage company,

Ghana Lighterage Company, is also a wholly owned state
company with Ghana Cargo Handling Company and the State
Shipping Corporation (Black Star Line) being the share
holders.
There are several functions connected with port operations
all of which necessarily do not have to be performed by the
port administration but by shipping agents, various Govern
ment departments such as Customs, Health, Immigration and
others.

The ultimate aim of all these activities is to

ensure the smooth working of the ports.
opinion,

In the writer s

it does not really matter whether cargo handling

operations,

stevedoring,

lighterage, towage, pilotage and

all allied activities are undertaken by the port adminis
tration,

state or by private concerns.

The essential thing

is to ensure that these functions are performed efficiently
and quickly and at the least cost to all concerned.

In port operations some factors have to be taken into
consideration.

Firstly,

the best possible use of existing

facilities must be the primary concern no matter how
limited the facilities might be.

Better services and

increased productivity from the preseht facilities should .
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be sought not by physical extension of the port, but by
improuing all aspects of activity within the port.

This

could mean increased productivity by simply eliminating
unnecessary and archaic procedures which cause bottle
necks.

Even where there are clear indications that there

is need for new berths or modifications to existing
structures, all efforts must be put in to utilising the
existing facilities fully.

The sec.ond point to be noted is that operating costs in
the ports must be kept to the minimum by speeding up
operations in the ports.

Speed of operations leads to

increased capacity utilization of existing facilities and
low costs.

The speed of loading or unloading cargo will depend on
how long vessels stay at the berths and how many vessels
can be handled on a berth per week, per month, per annum.
The greater the number of vessels the higher will be;the
port^s income from the berth utilization and the less will
be the need for building an additional berth.

The longer

the period spent at berth by a vessel means a loss in
income to the vessel due to operation costs of the vessel.
Days spent at anchorage waiting to come into port due to
congestion in the port caused by slow working of ships also
means a loss in income to the vessels.

Ship owners will

react to these delays by levying surcharges on the port or
charging demurrage.

It is therefore very important to

speed u"p the loading and unloading of cargo in the ports.

The speed of operations also means a lot to cargo handling
contractors since it means higher labour costs and a low
degree of utilization of meche?nical equipment,.

For cargo

interests, a slow rate of working means higher storage
costs,

depending on the policy in the port,

final delivery of the goods to customers.

and delayed
It also means

long waiting time for trucks and lorries which either
brought the goods into the port or came to evacuate cargo
from the ports and this means a loss in revenue to the
trucking companies.

With export cargo slow working of the

trucks and loading vessels meant delay in meeting shipping
schedules and therefore loss in revenue to the country.

Speed of operations does not however mean very expensive
equipment should be employed nor should expensive labour
be hired if in the long run it would be more expensive if
the vessel were worked normally than hiring the labour.
Speed of operations especially at a general cargo berth
should not necessarily mean handling a large tonnage per
hour.

What should be aimed at is a regular pace of work

without interruptions and without workers having to wait
for a piece of equipment or for another set of workers
to complete work before they start.

Work should be

arranged such that the men and equipment are utilized fully
without much wastage.

High speed should not mean that the

workers should be overworked and exhausted physically but
that work is organised carefully and improved techniques
employed in the handling of cargo,

reduction in wastage of

man hours and full utilisation of equipment to cut down costs.
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There are two important limitations on the pace with which
vessels and cargo can be worked in ports.
more important is safety.

The first and

Vessel manoeuvring and working

in the port must not be undertaken at the expense of
safety not only of the vessel and its crew but also of
the waterfront facilities and the longshoremen.

Great

care must be taken in handling the cargo to prevent
damage and loss and accidents and injury to workers.

The second limiting factor is the cost factor.

If high

speed of cargo handling is to be achieved through the use
of very expensive equipment or labour through costs of
overtime,

night work and work on holidays which in the

long run will erode all benefits of speed then this should
be avoided and normal working should be preferred,

With the above points in view it could be safely concluded
that the operation of the two ports
room for improvement.

in Ghana leaves much

First and foremost the best possible

use is not made of existing facilities and equipment in
both ports.

For example the Cocoa Conveyor system is not

alwgys used for loading cocoa when necessary.

The cocoa

conveyor could work at 30-35 tons per hour per out loader
if all the 4 outloaders are working or could be operated
on high speed using two outloaders only working at 70 tons
per hour without interruptions.

With preslinging of cocoa

•and using the trailers the loading rate is greatly reduced
to an average of 15 tons per hour.

For example,

the

average tonnage loaded by stevedoring gang per hour whilst

)
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loading DIV Aleenib of 7/2/84 using the trailers and
tractor units ujas 12.46 per hour on the first day and 22.25
tons per hour the second day uhen the conveyor system was
used.

Since cocoa could only be loaded at berths 6 and 7 using
the conveyor system it should be made a policy that all
vessels coming in to load cocoa at the port of Tema,
much as practicable,

as

should be put at these berths so that

conveyor system could be utilised.

\

I

^

Another piece of equipment in the port which is under
utilised is the conveyor system for discharging grains.
Here the conveyor system is located at berth No.

11 and has

1 fixed pneumatic suction unloader which can be operated at
between 500-700 tons per hour.

However the draft at the

berth is only 25 feet and until the vessel is lightened up
it cannot be moved to this berth for the use of the facility.
Grain vessels are therefore put at Berth No.

1 and portable

vacuvators with capacity of 10 tons per hour are employed.
Even here because of interruptions and sometimes unavailability of vehicles the discharging capacity is greatly
reduced.

This is a special case which requires that the

berth should be deepened to about 42 feet so that grain
vessels could be sent straight to the berth for the equip
ment to be used.

For example,

a vessel of 7,638 N.R.T

carrying 10,000 tons of wheat spent 12 days discharging at
the port of Tema in January 1984 and made an average
expenses per NRT of ^1.66.^

This makes the port very

1 Source: BIFICO Bulletin 3/84 pg.

7705

expensive.

If the conveyor system had been used from

beginning to the end the vessel could have been discharged
at an average rate of 600 tons per hour and the discharge
could have been completed in three days with the average
expense per I\!RT reduced to ^0,50,

Fast working of vessels

means berth availability for inccraing vessels,

greater

berth utilization and increased berth throughput.

In the

long run it would lead to greater efficiency in the ports
and increased productivity.

The discharge rate in the ports average 15 tons per hour
for general cargo and break-bulk cargo.
improved.

This needs to be

On the average 3 to A forklifts are allocated

to a cargo vessel working 3 hooks.

Because of the reper

cussions of slow working of vessels the cargo handling
operations should be mechanized to improve the turn-round
time of ships in the ports.

Tha

equipment position of the Ghana Cargo Handling Company

to meet the challenges of cargo operations in the ports is
not very satisfactory and needs to be improved.

As at

August 198A, the equipment position of the Company in the
port of Tema was as follows;

Type of Equipment

Serviceable Unserviceable Total

Forklifts (of various
lifting capacities
Container Toplifter
rOobile Cranes
Industrial Tractor Units
Industrial Haulage Trailers
Trucks

34

59

93

1

1

2

ID

10

9

2

11

1

12

9

6

15

11

82
The position in the port of Takoradi is not very different
except that there are no Container Toplifters.

The

table on page 81 shows that the number of unserviceable
forklift trucks out number those in service.

Enough spare

parts have to be acquired to put all the forklifts into
service to improve the cargo handling operations in the
ports.

The speed of operations at berth should also be sought
with the adoption of better cargo handling methods such as
palletization and preslinging to increase loading or dis
charge rates.

All concerned with the ports in Ghana should be made to
understand the implications of slow pace of working vessels
in port which results in higher labour costs,

low degree of

utilization of manpower and mechanical handling equipment,
congestion at the ports and in the long run, payment of
demurrage and other penalties resulting in more expensive
imports and less revenue from exports and therefore lowering
of the living standards of the people.

All efforts must

therefore be made to increase the productivity in the ports
by increasing the rate of working ships to about 60 tons
per hour per gang for general cargo vessels,

Wormally concessions or priorities are not given to vessels
which call at the ports and ships are berthed on first come
first served basis except for vessels with special berths
such as tankers, bulk carriers for manganese and bauxite.
In the port of Tema however, the UK West Africa Conference

Line (UKWAL) has been allocated a berth to enable them
schedule the call of their vessels to. port.

They have

provided their own cargo handling equipment for the fast
working of their vessels in port.
and Conference Lines which operate

Some shipping companies
to

Ghana have followed

suit and have mechanical handling equipment for working
their vessels in the ports to quicken their turn— round time.

A sort of artificial waiting time is imposed on vessels in
that vessels cannot sail after 2300 hours Gni and cannot
enter port before 0600 hours GMT.

Working of vessels

during normal working of the ports is from 0730 GMT to
1700 GMT and before or after these hours are counted as
overtime.

Heavily laden vessels have to be brought in or

sailed with the tides because of the draft limitations in
the ports and at the entrances and this also causes delay
to the vessels.

To eliminate this artificial barrier at the ports the
berths should be deepened to receive bigger vessels which
would not only reduce the cost per ton mile of cargo due to
economies of scale but will also remove the artificial
congestion which is sometimes created at the ports.

Vessels

should also be allowed to come into port anytime and sail
as soon as they are ready to reduce time spent in port.

If the Government is aiming at efficiency through competition
in the stevedoring business,

then the quota system as exists

should be abolished and the three companies should be
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allowed to compete on equal basis for cargo and undertake
all aspects of cargo operations such as shore handling,
porterage and delivery.

Otherwise it will be much better

to merge the companies together and provide them with
enough foreign exchange to get the mechanical handling
equipment,

cut down on the labour force and train their

labour force properly to increase their output and
efficiency in the working of cargo.

The situation as

exists gt present sometimes leads to chaos because of the
confusion which results after allocation of vessels by the
Authority.

7,2 PORT SAFETY AND SECURITY
One of the most serious problems facing the Authority is in
the area of port safety and port security.
was fire which completely destroyed shed I\lo.
of Takoradi.

In 1978 there
6 in the port

At the time of the fire bales of cotton were

stacked in the shed together with some general cargo.

It

was speculated that the bales of cotton might have been the
cause of the fire.
I

In 1979 there was another fire in the port of Tema which

/
razed shed No.

8 to fearth.

The cause of these two fires

could not be determined by the committees which were
appointed by Government to investigate them.

Other minor incidents have occurred in both ports like
vessels hitting shore cranes,

the breakwaters and jetties,

minor fires on board vessels and a host of others.

There
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is little or no facilities in both ports to cope with any
great disasters or accidents which might occur.

There are

no disaster plans to evacuate workers and people living in
the vicinity of the ports.

The existing laws and regula

tions in the country are inadequate to prevent major
accidents in the ports especially at the oil berths and
other parts in the ports where dangerous cargoes might be
handled.

To date however,

the Authority still uses the outdated

Ports Regulations 1964 (L.l 352) which has not been revised
since,

to take into account modern developments in the

maritime sector as regards international conventions.

The other regulatory aspect of shipping in ports and the
territorial waters of Ghana is the I'lerchant Shipping Act,
1963 (Act 183) which unfortunately is also outdated.

Both

the Act and the Port Regulations contain provisions based
on the International Regulations for Preventing Collisions
at Sea,

1948, the International Convention for the Safety

of Life at Sea, 1948 (SOLAS 1948),

the International

Convention on Load Lines, 1930, the International Convention
for the Prevention of Pollution of the Sea by Oil, 1954;

the

I'lerchant Shipping (Dangerous Goods) Rules of 1952 the
Timber Regulations, 1958 and the Merchant Shipping (Grain)
Rules 1952 of the United Kingdom.

The existing laws and regulations in the country ar.e inade
quate to deal with all aspects of port safety, port state
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control and prevention of pollution.

The country has not

ratified the updated international conventions on safety
and prevention of pollution.

Worse still, there is no

administrative machinery in the country to enforce the
outdated legislations in the country.

The P^inistry of

Transport and Communications should as a matter of urgency
take remedial measures in this direction.

The Government has to adopt and implement the following
international conventions to ensure safety in the ports;
(a)

The International Convention for the-Safety of
Life at Sea,

1974 and the Protocol thereto of

1978 (SOLAS 1974)
(b)

Convention on the International Regulations for
Preventing Collisions at Sea,

(c)

1972

International Convention for the Prevention of
Pollution from ships, 1973 as modified by the
Prdtocol of 1978 relating thereto (PIARPOL 1973/78)

(d)

International Convention on Load Lines, 1966

(e)

International Convention for Safe Containers, 1972

(f)

Convention on the Prevention of Marine Pollution
by Dumping of Wastes and other I^latters, 1972

(g)

International Convention on Tonnage P^easurement of
Ships, 1969

Other areas of port safety to be taken care of in regulations
are dangerous substances safety regulations and the IPIO
Recommendations on Handling of Dangerous Goods in Ports and
the International Maritime Dangerous Goods Code which should
be incorporated in national regulations to regulate working
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in the ports.

National contigency plans should be drawn to cover the
ports and other coastal areas in the country.

The plan

should designate a competent national authority responsi
ble for oil spill matters,

designing strategies for

combating spills and identifying logistic support facili
ties available for combating pollution.

There is considerable shipping, fishing and exploration
and exploitation of oil in the country's internal and
territorial waters and its exclusive economic zone to
warrant the drawing up of a national contigency plan.

Taking shipping alone,

the traffic annually averages

about 1,3Q0 vessels passing in and out of the ports as
could be seen from the figures below;
SHIPPING TRAFFIC IN GHANA
Year

Vessels Entered

Vessels Cleared

1974

1,324

1,319

1975

1,544

1,516

1976

1,488

1,489

1977

1,402

1,418

1978

1,808

1,800

1979

1,338

1,328

1980

1,261

1,251

1981

1,506

1,496

1982

1,363

1,353

1983

1,316

1,322

Sources;

1974-1977; UN, Statistical Yearbook
(statistical Survey)
1978-1983;
Unpublished Figures f rom
Ghana Ports Authority

From the figures on page 87 the number of oil tankers

which called at the two ports were as follows:
Y ear

fort of Tema

1978

74

8

1979

58

4

1980

54

8

1981

72

23

1982

49

19

1983

31

20

Sources:

Port of Takoradi

Unpublished figures from Ghana Ports Authority.

The quantity of oil transported to or from each port is
equally substantial as could be seen from the Table on
the next page.

An average of 1,3 million tons of both crude oil and
refined petroleum products is handled in the port of Tema
a year except in 1983 when this fell to 682,331.00 tons
due to severe economic constraints on the economy and the
refusal by IMigerial and Libya, the main sources of crude
oil imports, to sell on credit to Ghana.

The port of

Takoradi on the other hand handles an average of 48,000
tons of refined products per annum normally light products
such as petrol, diesel and kerosene.

The quantities of oil and oil products handled in the two
ports are potential sources of pollution.

The other

sources are vessel traffic to and from the ports as well
as along the coast and thirdly from the exploration and
exploitation of oil reserves on country's continental shelf.

The country is a party to the International Convention for
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the Prevention of Pollution of the Sea by Oil 1954 (OILPOL
54) and the Port Regulation, 1964 (LI 352) prohibits the
discharge of ballasts, ashes, oils, paints or any other
objectionable matter in a port and it is an offence to
discharge ballast so contaminated that it leaves an aridescent sheen of oil on the water.

There is however no

organization in Ghana charged solely for clean up of
pollution incidents or to fight pollution should one occur
in the ports or along the country^^s coast.

The Harbour

Masters outfit keeps a small stock of chemical dispersants
to disperse any oil sheens found in the ports from leakages
and accidental spills.

Since there is no organization in the country charged with
the sole responsibility of fighting pollution and there is
no clean up company in the country either, it is absolutely
important that the Authority should have its own pollution
abatement and control teams in both ports.

It is also

important for the Authority to acquire some basic equipment
such as booms, oil snares, absorbents and portable skimmers
for use in case of a pollution incident in the ports.

Some

of the port equipment such as grab dredgers, barges, pontoons,
launches etc. could be deployed in cases of emergency.

A

small core of men of the Authority should be trained in
pollution combating for the ports.

It is necessary also for the government to set up an organi
zation in the country to be in charge of pollution control
and provide it with all the equipment for the purpose.

There

^

^

^
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should also be drawn contigency plans for each port to be
incorporated in a national contingency plan encompassing
the whole country especially covering the 327 miles
(526 kilometres) of the country's coast and areas of
sensitivity to the ecology such as fisheries, wildlife and
other marine resources.
The ports of Takoradi and Tema have to be provided with
reception facilities in accordance with Article UIII of the
International Convention for the Prevention of Pollution of
the Sea by Oil, 1954 (OILPOL, 54) and if Ghana becomes a
party to the International Convention for the Prevention of
Pollution from Ships, 1973 and its Protocol of 1978 (['flARPOL
1973/78 to fulfil the provisions in Regulations 9 and 12 of
that convention*

This is very important because of the ship

repair yard in Tema where ocean going vessels are repaired.
The Authority and the Tema Shipyard and Drydock Corporation
should pool resources to provide the facilities.

To begin

with vacuum trucks could be acquired for the purpose while
a study is carried out for the nrovision of some permanent
structure.

In this study consideration should be given to

other annexes of I^IARPOL 1973/78 which will be coming into
force later.

Serious consideration must also be given to other sources
of pollution in the ports such as tallow which is imported
for soap and detergents manufacturing, acids and other
chemicals for the industrial sector of the country and
adequate plans made for them in the country's contingency
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plans to combat them should there be a pollution incident.

Seaworthiness of vessels and substandard vessels coming
into Ghanaian ports has to be taken very seriously by the
naritime Administration.

Some old vessels have been

abandoned in the ports between 1977 and 1983 and the
Authority had to scuttle some of them in the deepseas and
others have been beached.

The Maritime Administration would have to set up an
authority to be in charge of inspection and survey of not
only Ghanaian flag vessels but also all foreign flag
vessels which come into port to enforce port state control.
The Maritime Administration must ensure that vessels
brought into the port should not only endanger the facili
ties but also the whole marine environment of Ghana.

The Government has to adopt and implement the conventions
enumerated below in order to carry out port state control:
(1)

The International Convention on Load Lines 1966

(2)

The International Convention for the Safety of
Life at Sea, 1974

(3)

The Protocol of 1978 relating to the International
Convention for the Safety of Life at Sea 1974

(4 )

The International Convention for the Prevention of
Pollution from Ships

1973 as modified by the

Pro.tocol of 1978 relating thereto
(5)

The International Convention on Standards of
Training, Certification and Watchkeeping for
Seafarers 1978

(6)

The Convention on the International Regulations
for Preventing Collisions at Sea 1972

(7 )

The Merchant Shipping (Minimum Standards)
Convention (ILO Convention 147)

Closely linked to the port safety question is port secu
rity which has assumed very serious dimensions in Ghana,
Pilferage and other security problems reached a point in
1981 when soldiers and other units of the Ghana Armed
Forces had to be seconded to the Authority to help check
stealing.
The Port Security Units must be provided with facilities
and equipment such as radio commurri'cations, patrol
vehicles, patrol launches and the personnel given proper
and adequate training to improve their effectiveness and
efficiency.
It is also the writer's opinion that pilferage in the
port could be greatly reduced either by giving tallying,
master porterage and effecting delivery to another
organization or giving the whole process of cargo handling
in the ports to one organization and holding that organiza
tion responsible for any thefts or lapses in the cargo
handling operations in the ports.
In order to achieve better co-ordination, higher
efficiency and improvement in performance of the present
port safety and port security arrangements and train the
staff for pollution it is suggested that there should be
a merger of the present port fire service units with the

port security set up in each port and give the new unit
responsibilities for all safety and security problems in
the port areas.

The neu port safety and security unit

should be responsible for:
(1)

fire prevention and fire fighting;

(2)

first aid and ambulance services transportation;

( 3)

handling and storage of dangerous cargoes in
port areas;

(a)

pollution control, prevention and combating in
port areas;

(5)

enforcement of port safety and security rules
and regulations;

(B)

control of pilferage and trespassers;

(7)

control of movement of vehicles and visitors
in port areas;

(S)

co-ordinate fire fighting and pollution
combating facilities.

V
'

^

^

k
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CHAPTER 8
CONTAINERIZATION AND THE PORTS OF GHANA
Ports play an important role as an interface in the trans
portation net work linking sea transportation to the other
modes of transportation.

As Rinman and Linden put it:

"All seaborne transportation today is
accepted as only one link in a more or
less integrated through transportation
chain, whether the cargo be general,
unitised, drybulk or petroleum."!
This interface aspect of the ports has been made more
pronounced with the introduction of containerization in
the 1960s which was reinforced by the Through Bill of
Lading concept.
Presently shipment in containers has become the way of
shipping general cargo and this phenomenon of containeri
zation has spread to all nooks and corners of the globe and
Ghana is no exception.

The port of Tema, the main import

port of the country has been ouerojhelmed with the phenomenon
and unless adequ-te measures are taken to provide the
infrastructure and equipment to handle the containers the
situation will get out of hand and the country will not

9
benefit from the advantages of containerization, namely
speed-up in delivery, reduction in turn-round time of
vessels in port, reduction in pilferage and damage and
increase in tonnages handled at berth.
There is also need for inland transportation of the
containers to be improved by the provision of good roads
^ "Shipping - How it iiiorks by Th. Rinman and
R, LindCn p, 130
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and railway connections with trucks and wagons adapted
to safe carriage of containers to the importers' doors
instead of the containers kept and unstuffed in the ports
which does not bring any advantage •

As already sta ted above the number of containers handled
in the port of Tema continues to increase year by year.
The container traffic in the port of Tema is as follows:
IMPORTS

1980

1981

1982

1983 °

Loaded units

4292

7776

4286

3190

Empty units

-

-

-

*

EXPORTS
Loaded units
Empty units

Note;

-

606

1204

1643

805

3096

5479

3958

2045

7994

14459

- 9887

6040

Container figures are in 20 ft. equivalents (TEDS)
° Container figures are up to June 1983 only.

Sources: World Container Port Traffic League - 1980 and
1981 figures.
Figures for 1982 and 1983 from the
Unpublished Figures of the Ghana Ports Authority,
The port of Takoradi does not have much container traffic
but provision should be made in this port too for there is
reason to believe that with improvements in the nations
economy trade will increase and with it the number of
containers to be handled in both ports will increase.

In both ports at present, the container vessels have to use
their own gear to land the containers on the wharves and in
the port of Tema a container top lifter is used to convey

the container to a site which was formerly occupied by
Shed' IMo, 8 which was demolished after the fire in 1979,
This area is small, A8,0D0 sp. feet and is the only
hardened surface in the whole port of Tema where some
meaningful and orderly stacking of containers is done.
Otherwise full or partly full containers are stacked any
where in the open storage areas where space is available.
The present system of handling containers in the port has
the following disadvantages:
(i)

haphazard stowing which leads to errors,
confusion and waste of time;

(ii) poor selectivity causing unnecessary shifting
of containers;
( ii'i) extended delivery time;
(iv) unnecessary utilisation of already scarce plant
and equipment;
(v)

damage to containers and equipment due to
multihandling;

(vi) access to random container stacks affected by
other congested areas of the port;
(vii) waste of manpower and difficulty in locating
specific containers

Container operations in the ports especially the port of
Tema had suffered greatly from congestion of empty
containers and haphazard storage of containers in the
port.

In this regard therefore, there is need to develop

multi purpose berths with a container terminal at the
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site behind and including berth Nos. B, 9, 10, 11 and 12
being a Ro-Ro berth together providing adequate land
space for container operations in the port.

The Authority

should also acquire two mobile container cranes on wheels
so that they could be driven to any of the berths for the
purpose of loading or unloading ships.

The berths should

also be dredged to take bigger multi purpose container
carriers.

The area for the storage of the containers has to be
hardened and surfaced to carry the load and equipment.
Reefer points should be provided for refrigerated containers.
Provision should also be made for dangerous goods in con
tainers and repair facilities for damaged containers and a
shed for stripping and stuffing less than Container Load
(LCL) with offices for workers and customs officials,
Trailars, tractors units, forklifts and other mechanical
handling equipment have to be acquired for the container
handling operations in the port.

The men involved in the handling of the containers should
be trained to deal with this new type of operations espe
cially stowage of the containers to make locating and
delivery to the consignees easier and less time consuming
as well as export of containers empty or loaded easy to
facilitate the turn-round time of ships in port.

Studies should be conducted into developing and building
full container berths with equipment in a free zone -area
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to be used as a transhipment zone because of the strategic
location of the port of Tema as midway between the eastern
and western parts of the West African Coast.

transhipment is done to Nigeria where ports are normally
congested and to Cameroon.

The ports also serve

locked countries as Boukina Fasso, Mali, Niger etc.

I

land
If

adequate facilities are provided and the road and rail net
works are developed to link these countries, the ports

I

I

Presently some

could become important entrepots.

CHAPTER 9
PORT PRICING, CHARGES AND STATISTICS
9.1 PORT PRICING AMD CHARGES
The Ghana Ports Authority has been charged by Government
under Sections 13 to 19 of the Ghana Ports Authority
Decree (SMCD 96)to have enough funds for the efficient
administration and operation of the ports of Tema and
Takoradi.

Like any other economic

enterprise the ports

must be financially strong to be efficient.

Only sound

finances will enable a port administration to keep all
port facilities in top condition to render efficient and
economical services to port users.

The Ghana Ports

Authority tries hard to meet these standards.

Section 15 of the Ghana Ports Authority Decree, 1977
(Sf'ICD 96) stipulates that the Authority shall have reserve
funds for unforeseen contingencies and for regular renewal
and modernization of port installations or investments with
approval of the Secretary for Transport and Communications,The Authority could issue debentures, bonds or other
securities to secure the repayment of any money borrowed
for long term investment projects and could take short term
loans or could apply for refundable allocations from the
national treasury.

All these provisions in the statute

setting up the Authority are aimed at ensuring financial
self sufficiency for the Authority,

The Authority has not

taken advantage of any of these provisions yet to finance
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a port expansion project.

The statute provides that the Authority should achieve
and maintain a balance of revenue and expenses with provi
sions for payment of interests, and for renewal and
amortization of equipment.

Surplus profits after meeting

all the obligations of the Authority are to be paid into
the Consolidated Fund*

The revenues of the Authority accrue from the port dues
and charges.

Charges made for handling of cargo are

determined by the Ghana*Cargo Handling Company Limited
separately.

The Authority makes charges for specific

services like the supply of fresh water, removal of
garbage, supply of power from ashore.

Apart from such

specific charges the Authority levies charges based on the
net registered tonnage for cargo vessels and for fishing
vessels upon the length of the vessels for ships^

dues;

port dues are charged on commodity basis with the export
cargoes attracting lower rates than imports.

Light dues

are charged on the net registered tonnage as well as
pilotage dues whilst wharfage is charged on commodity
basis.

In the case of wharfage there is again discrimina

tion against imports attracting higher rates than exports.
Port rent and removal charges are based on commodities
whilst mooring and berthing charges are levied on the net
registered tonnage of the vessel likewise the charges
tugs for towage.

for

Charge for hiring of other crafts equip

ment qnd workers of the Authority are based on specific
amounts per period.
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The Authority consults Shipping Companies and other port
users before new port rates and charges are levied.
basic costing is done too.

Some

There is however more work to

be done in this area because of lack of sufficient data.
The personnel in this field also need more training.

The

Authority should be able to provide port users with a
breakdown of the costs of the equipment, infrastructure
and services rendered if required.

The Authority must also

ensure that the equipment and facilities are operated
efficiently to keep down the cost to the users.

One area of great controversy is the cargo handling and
stevedoring charges in the ports.

These have often been

levied by Ghana Cargo Handling Company Limited independent
ly,

Since 1981 however, the GCHC had met strong opposition

from shippers and shipping companies about the arbitrary
increases in their rates.

Annex 3 provides an example of

the reaction of the shipping companies and Conference Lines
to the arbitrary rates charged by GCHC,

The area of port pricing and port charges has to be care
fully looked at because apart from driving away traffic
from the ports, it makes both imports and exports very
expensive.

All port dues and charges are charged in US dollars from
1st September, 1983 except wharfage and port rent and
removal charges which are in local currency,

Ghanaian

registered vessels however could pay in local currency.
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Cargo handling and stevedoring charges are also levied in
foreign currency, except on Ghanaian flag vessels.

g.2 PORT STATISTICS
According to B. Nagorski:
."Statistical service is an essential and often
a rather neglected section of administrative
offices in many developing ports.
For a long
time the belief luas widespread that port
statistics are mainly of interest to economists
and researchers studying the trends of foreign
commerce.
Their great value for current manage
ment of the port has been frequently under
estimated.
If a port is to be operated with efficiency and
foresight, the management must be accurately
informed all the time about every aspect of^port
traffic and port operations.
This information
must be based on correct figures and it should
be available promptly as otherwise it loses part
of its usefulness,
A substantial increase in a
certain sphere of port traffic may require urgent
improvements, additional storage space or more
mechanical equipment.
A decline may be due to
unsatisfactory services or excessive costs,
resulting in a deviation of traffic to a
competitive port."^

Unfortunately^Authority does not have a good data base
because much attention had not been paid to this vital
section in the past.

This has to be remedied and

serious efforts are being made to improve this section of
the Authority.
A good information base in a port forms an excellent basis
for analyzing a port, identifying its problems and prescrib
ing solutions.

A good port information system showing

2 Port Problems in Developing Countries —
Principles of Port Planning and Organisa
tion by Bohdan Nagorski - pg. 230.

usage of berthing facilities, port equipment and the
utilization, ship traffic, turn-round time of ships,
labour productivity, cargo traffic and analysis of wait
ing time could give banks and other financial institu
tions a clear image of state of affairs in a port and
speed up granting of financial assistance should the
need arise.

With all the data available port efficiency indicators
could easily be worked out for ships, cargoes and labour.
Additional indicators could always be added for the
monitoring of some specific aspects of a port's activities
that were being reviewed such as accounting, training,
changing billing procedures, equipment utilization or
maintenance or any aspect of port operations.

Such measures are also very important and essential if
management should try to take any meaningful decision on
say increasing productivity in the ports, eliminating
waste, making new investments, identifying causes of
congestion and oroviding essential information for
planning.

In Annex 5 some recommended models for tables

to collect data and prepare port indicators are given,^

The port indicators should be made very simple and under
standable by all and these could be used with the unions
3

Port Statistics - SLection, Collection and
presentation of port information and statis
tics United Nations New York, 1971 (TD/B/C4/
79 REU 1)
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during negotiations, shipping conferences and this basis
data collection process should be based on ship and cargo
mouements in the port and should be built into the port's
operating and reporting system.
With the basic data available efficiency indicators based
on physical operations of the port could be arrived at and
this would form a good basis for pricing of the services
rendered and the revenues thus generated,
/'The statistical service should as much as possible be
adapted to the needs of the port administration and not for
economic planners of the country who would need a very
detailed data which should be provided by the Central
Bureau of Statistics.

The port statistics must be simple

and must always be available to management and must as
much as possible be used in making decisions.
To get a very good data base for a good port information
system the officers working on this must be properly
trained and must be encouraged to work,

A good port

information system is however useless if the forecast,
projections and other analyses made are not used by
management.
All forecasts, prognosis, analysis etc. made using
statistics involve constants .and variables and political
situations, economic situations, social situations could
all change and sometimes these changes are very difficult
to forecast.

Plans and programmes drawn should therefore

be flexible enough to allow changes to be made.

Port

information systems and statistics are tools for manage
ment and judicious use should be made of them.
Nevertheless, statistics remains a basic input into any
planning exercise and should be used for effective
pricing policy in the ports and in aiding management in
making very vital decisions.

There is need therefore for

the Authority to improve its data base by setting up a
Unit for the collection and processing port information
into statistics for use by the management.

CHAPTER 10
TRAINING AND |yiANP0UJER DEWELOPmENT
In his introduction to Walter P« Hedden^s book, Mission
Port Development, the late Austin J, Tobin wrote:
”The financial, administrative and technical
problems arising from port development needs
often force emerging ports to seek a helping
hand from the more developed harbors.
Men
with the skill and experience to solve these
problems are in great demand for there is a
worldwide scarcity of qualified experts with
this type of training and background.
Many
national and international organizations have
taken steps to meet this critical need.
Programs that seek to recruit qualified port
managers and place their experience and skills
at the service of the developing ports have
been initiated by the United Nations, the
International Bank for Reconstruction^and
Development, the Organization of American States
the Colombo Plan, the United States Agency for
International Development, the American Associa
tion of Port Authorities and the International •
Association of Ports and Harbors, among others."

He went on to say that each time a port is helped to
function more efficiently.
it places that port in a position to
increase the movement of cargo over its
docks and wharves.
This in turn contributes
to the economy of the developing nations and
supports and encourages the flow of commerce
throughout the world," ^

1

Austin J. Tobin, Executive Director, The
Port of New York Authority, Chairman,
Committee on International Port Develop
ment, International Association of Ports
and Harbors 1967.
Ibid
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The need for training and the transfer of technology at
all levels of not only port affairs but the whole maritime
sector is even greater today than when Hr. Tobin wrote
them 18 years ago.

This is especially so in many of the

developing or Third World countries.

One of the international bodies training personnel in the
maritime sector including the ports is the IHO,

Apart from

developing conventions for safety and welfare of seafarers
and prevention of pollution of the sea and the marine
environment, the IHO also plays quite an important role in
training by sending out experts on missions in the maritime
sector including the ports.

Through the World Maritime

University, the IMO is also training personnel from the
developing countries to go back to improve the maritime
sectors in their respective countrie-s which of course
includes the ports,
A well-trained work force is among a country's greatest
assets.

Those who have acquired and perfected skills have

also acquired a self-confidence and pride in their work
and the esteem of their communities.

One of the biggest problems facing developing countries
embarking on the running of a port according to modern
concepts is the training of staff at all levels.

This

problem faces Ghana Ports Authority as well.

The necessary skills needed to operate the ports effectively
and efficiently require that all the port infrastructure
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such as the wharves, the jetties, the quays, the break
water and the roads in the ports are in excellent condition
to receive the ships, and vehicles that bring the goods as
export or imports are moved in and out of the port and
all equipment are maintained properly.

This requires

provision of machine shops, stockrooms for spare parts and
gear, overhaul facilities for Marine crafts, a workforce
to carry on these activities of maintenance of the
structures, utility lines, paving, dredging etc.

At higher

levels of technical expertise engineers are needed to
select and design the most efficient types of quays and
piers, sheds and fixed mechanical installations, choose and
test materials, formulate specifications and supervise
construction contracts.

The-management of a port requires the skills necessary to
run any economic enterprise especially when the Authority
is expected under the laws to operate like a commercial
enterprise, declare profits and pay excess profits into the
Consolidated Fund, it requires a team of experts in manage
ment, personnel, finances, purchasing, legal, accounting,
statistics, fixing of tariffs and rental charges, public
relations, etc.

Unfortunately, however, trained manpower is lacking
especially in the fields m.entioned in the paragraph above.
Even though the Authority boasts-o*£_a few engineers,
administrators, legal officers, accountants with good academic
background and work experience they lack the experience in
modern maritime transport systems, especially in operational

iin
methods, data processing, multi purpose and container
terminal development and operations as well as modern
techniques of management.

There is need for specialised

training for the executives and the staff in operation and
maintenance,

engineering and management.

The Authority needs to draw up a comprehensive training
programme to cover all the work force of the Authority.
Some of the training especially for the top management
should be done overseas where adequate training facilities
»

are available and which would afford the officers the
opportunity of seeing how the ports of develooed countries
are operated.

The professional staff like engineers,

accountants, finance officer etc. should be sent on re
fresher courses and seminars local and overseas to acquaint
them with new technologies and ideas in their fields,

Visits

to neighbouring ports to see how they are being operated
should be organized from time to time for the operation staff
to acquaint them with problems in other ports and discuss
»

common problems with their counterparts in these ports.

The junior staff should be trained as well in their specific
fields,j

Presently the technicians on the tugs are

trained

at the Regional Nautical Academy; the accounts officers are
encouraged to take the professional examinations and the
clerks sponsored on courses organised in the country by the
Planagement Development and Productivity Institute, the
Ghana Institute of f'lanagernent and Public jffdmin,, the’ B-ivil
Service Training Centre and the Universities in the country.

It has been recognised that with proper training, efficiency
could be greatly improved, costs would be cut down and new
equipment could be introduced without much problem because
the retraining for the use of these new equipment would not
take much time and this would reduce resistance to change
especially during this era in the maritime field when
technological changes are so rapid and requires constant
adjustments or modifications if organisations want to keep
up with the pace of development.

The Ghana Ports Authority has benefited from fellowships
granted by the Japanese, Dutch, British and other govern
ments for the training of its officers.

Fellowships also

from the International Association of Ports and Harbors
(IAPH), ino and other international organisations have been
used to train the officers of the Authority.

Since cargo handling operations are not in the hands of the
Authority, the Cargo Handling Company should be encouraged
to train its personnel in modern cargo handling techniques
and maintenance procedures for their equipment too.

There

is need for them to train their workers in safety measures
with a sense of responsibility for the safety of cargo and
fellow workmen.

They could train a few foremen or senior

staff overseas to come home to train the longshoremen.
existing GCHC training school should be expanded

The

to train

the officers and stevedores in the efficient handling of
cargo in the ports.

The Regional Nautical Academy in the

country could also be used to train personnel from the port
industry in the efficient working of ships.
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CHAPTER 11
PORT rADDERMIZATIOM AND FUTURE DEV/ELDPr^ENTS

The ports of Takorcdi and Tetiia have not been fully
utilised to warrant the building of a new port in the
country.

THi-b two existing ports however have to be

modernised and adapted to the country's trade so that they
could be better utilised than at present.

The port of Tema since 1975 suffers an annual congestion
between December and February and there is waiting time
normally for deep draft vessels because of draft limita
tions in the port.

Between December and February every

year Christmas goods are imported, importers also-try to
rush in goods to beat the deadline of their import licences
and Letters of Credit which expire on 31st December.

The

government also imports fertilizer for the farming season
which begins in March/April and grains especially corn,
rice and wheat are imported to augment the national stock
around this period which is the lean period.

These items

come in bulk carriers and because of the draft limitations
in the port an artificial congestion is created.

The

inland transportation' network is also not adeguate to meet
the importation of these items in large quantities and the
general cargo which are rushed in to beat the expiry date
of import licences and Letters of Credit,

The above factors lead to congestion every year due to
bad import planning, lack of adequate internal transporta
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tion network to evacuate goods from the port, and the
fact that most imports are routed through the port of Tema
whilst the port of Takoradi around this period handles
very little traffic.

The economic depression of 1970s greatly affected the
country.

Her foreign trade, both imports and exports

through the two ports have declined steadily during the
past years with Takoradi port being the worse hit as the
tables for imports and exports of the country over a
period of 8 years show:
TgKORADI
YEAR

IMPORTS

EXPORTS

APPROXIMATE TOTAL

1976

619,912

1,298,203

1,9 million tons

1977

570,638

1,157,612

1.7

It

II

1978

501,628

1,070,965

1.6

II

II

1979

281,983

818,503

1.5

II

II

1980

345,265

664,057

1.0

II

II

1981

332,468

520,824

0.85

II

1?

1982

249,862

417,082

0.66

II

II

1983

193,182

353,170

0.54

II

II

1976

2,4A4,251

789,459

3.1

If

II

1977

3,224,483

831,006

4.1

II

It

1978

2,902,149

897,328

3.7

tl

II

1979

2,447,187

786,058

3.2

II

II

1980

2,445,406

946,874

3. 3

tl

II

1981

2,741,981

898,003

3.6

It

II

1982

2,164,160

870,663

3.0

fl

II

1983

1,433,448

472,526

1.9

II

II

SOURCE:

Unpublished figures of the Ghana Ports Authority,

TEMA

IIA
The port of Takoradi was until recently the main export
port of the country handling mainly manganese, bauxite,
logs and lumber and 50% of Ghana's cocoa.

The bauxite and

manganese are mined in the Western Region of Ghana and
exported through the Takoradi port at special berths with
equipment belonging to the bauxite and manganese companies.
Export of these commodities have declined because the Ghana
Railway Corporation due to lack of wagons, locomotive power
and frequent derailments could not meet ‘production targets
of the companies.
Logs and lumiber in the past were exported in the raw form
until January 1979 when the government banned the exportation
of lA species of round logs.

Sawn timber is lightered and

loaded at the ship‘'s side at the buoys.

Due to the poor

state of the lighters most of which have sunk and lack of
spare parts for the timber mills exoort of sawn timber
declined.

Cocoa is also lightered in the port of Takoradi

and due to the slow nature of the operations as a result of
the poor state of the lighters and their inadequacy several
vessels leave without taking their full cargo and this has
hurt Ghana's export trade.

The port of Takoradi in its present state and structure has
very serious handicaps because it is old in concept and
design and makes any future extension and development a
potentially expensive proposition.

The present system of

lighterage operations in the port is outmoded, slow and
expensive.

The port does not have adequate land area for

^

I

^
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the development of modern cargo handling facilities for
the country's main export commodities of agricultural,
forestry and mineral ores so that higher loading rates
with improved quality and lower costs of handling could
be achieved.

There is also insufficient land area for the

development of modern cargo handling and storage systems
for imports related to container traffic.

If the port should adequately serve the main mining region
of the country, then there is need to modernize it and
provide it with modern and more efficient handling facili
ties.

This would involve the drawing up of a new master

plan for the port, reclamation of most of the water surface
and replacing the mooring buoys with quays and wharves and
installing equipment so that cargo could be loaded from the
wharves.

This means abandoning the lighterage system.

In

doing this the draft in the port and the entrance must be
increased to enable bigger bulk carriers to come into port
to load and with more modern loading facilities exports
would be greatly boosted and because of the quick turn-round
time of ships in port and economies of scale,
would be low and

freight rates

stabilised with the end result being more

revenue for the country.
With reclamafon space could also be found to develop Ro-Ro
berths, multi-purpose berths and a container berth with
enough space for handling and storage.

See Annex 6
of Takoradi

for Proposals for ['"'.odernization of the Port
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As already stated earlier this is a very expensive
proposition which would cost millions of dollars.

However

with prospect ng activities for oil, iron ore, and other
minerals taking place in the Western Region in addition to
the existnece of large deposits of bauxite and manganese
untapped,

it is hoped that this project would be undertaken

someday,

A study could be commissioned now to examine all

the facets of modernisation and extension to the port with
model tests made and a master plan prepared ready for the
take off when the time is due.

The master plan should be

flexible to accommodate any future changes in the mode of
sea transportation.

The port of Tema has a master plan which needs to be revised.
In the review of the master plan for the port

consideration

should be given to the idea of developing the port into an
entreport for the whole of the subregion of West Africa which
is in the process of being developed into an economic zone
called the Economic Comimunity of West Africa (ECOWAS) because
of its strategic location.

In the present master plan for the port Quay No.2 is to be
extended to accommodate 4 more berths and the construction
of Quay No.3 as a conta:ner berth.

Because of the ever

increasing size of vessels it is the shared opinion in the
Authority that extension to Quay No.2 would protrude too
much into the main basin of the port making manoeuvring
difficult especially for large vessels.

It is also the

opinion that Quay No,3 to be constructed adjacent to Quay.

No,2 will not provide enough land area for container
operations.

It was thereffore the suggestion from certain

quarters that a new area has to be developed into a
container port and provided with all the infrastructure
and equipment for this purpose.

This could later be

expanded into the entreport envisaged.

Annex

refers.

As a first step in the modernization of the port it has
been proposed that berth Nos. 8—12 on Quay No.l should be
converted into multi-purpose berths with berth No. 12
being provided with Ro-Ro facilities.

Please see Annex

7A for drawings of the proposal.

Studies are also being carried out at the instance of the
Niinistry of Fuel and Power to build a single buoy mooring
system outside the port to accommodate bigger tankers.
Presently the oil berth is situated just near the entrance
of the harbour and can only accommodate vessels with a
maximum draft of 32 feet and length of 650 feet.

Because

of the location of the oil berth even if the berth could
be dredged to take in bigger draft vessels mooring would
be a problem because they would extend across the entrance
of the channel,and manoeuvring them would also be difficult.

A committee on which the Authority is serving is studying
the proposals,

A final decision would be taken by the

government on the project and how it would be financed.

Capital dredging of the whole port of Tema should be under-

taken to increase the depth at the entrance and all berths
in port to at least 42 feet to admit bigger draft vessels
to enable the country to benefit from the economies of
scale.

The berths should also be provided with modern

cargo handling equipment.

Since the country does not have the capital for these
projects financial assistance could be got through loans
from the World Bank (International Bank for Reconstruction
and Development) in Washington,'the International.Develop
ment Association (IDA) or from bilateral governmental
sources through loans from friendly countries.

However

many nations making such loans require that the borrower
use the proceeds only for purchases of equipment and
services of the lending country,

A big disadvantage with

such financing is that the project could have been under
taken more cheaply if it were put on international tender.

Commercial and merchant banks in the developed countries
also grant loans or contractors or suppliers credits could
also be used.

Apart from the World Bank there are other international
lending agencies such as the Asian Development Bank,
African Development Bank, Inter-American Development Bank
and others.

In the case of Ghana the African Development

Bank would be the most appropriate agency to approach.

There could also be a combination of all the above sources
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for funding a project especially if the cost of the project
is huge and no one lender was prepared to shoulder the
burden or is able to put on the total amount of the project
•

loan.

The last source of financing is by leasing companies.

This

is best developed in the container business where handling
and transportation equipment are leased by companies.
Equipment leasing provides a convenient and flexible means
of bridging the gap between conventional breakbulk and
container handling operations.

It has a fast delivery

and flexible method of buying time in order to determine
the optimUd^ long-term layout, capacity and equipment needs
for a port's expansion.

C

If the traffic is not maintained

or does not grow as forecast,
returned to the lessor.

the leased equipment can be

If the equipment proves suitable,

arrangements can be made for its purchase.

The lessor can

also provide training for the local operations and mainte
nance staff.

The above are possible sources of funding for port rehabili
tation, modernization or expansion programmes.

The government

has to be involved in the negotiations especially with the
World Bank, the international financial institutions, the
friendly governments and the foreign commercial banks.

There is a programme currently going on for the rehabilita
tion of the ports in the country.

Funding is being

provided by the World Bank, the Japanese government and

the European Economic Community,

The cost of the projects

is about 03,000 million or 060 million.

The Saudi Arabian

and Italian governments are also assisting in the acquisi
tion of some equipment for the ports.

See Annex 8 for a culled report from "West Africa" of
15th February, 1985.

CHAPTER 12
CDNCLUSIDWS, CDWr.ENTS AND RECG^f'iENDATIONS
The efficiency of the technical operations and maintenance
of port infrastructure and equipment and port operations,
in Ghana is suffering because of a variety of factors.

In

the past inadequate allocation of foreign exchange or
import licence for the acquisition of equipment for replace
ments, essential spare parts for repairs and improvements,
materials for preventive maintenance have all contributed
to the problem.

There is also the problem of effective

utilization of the present facilities and infrastructure
due to physical limitations or ignorance of operators
about the benefits of their use.

As a result, port equip

ment and structures have either degenerated into unsatis
factory condition, gone out of service or are under
utilised.

The culminative effect of all these shortcomings

is unnecessarily high operating costs and ship delays in
ports due to lack of adequate and modern handling equipment
and modern storage space especially for containers.

Delays

in clearing cargo from port areas due to internal transpor
tation problems have also worsened the situation and the
ports instead of promoting economic growth have almost
become drain pipes on the economy.

There is need for internal reforms in the organization of
the Ghana Ports Authority to cut down on the staff, recruit
more qualified personnel and train staff to meet m.odern
techniques of port operation and administration which would
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eventually enable the ports to be autonomous.

A Port

Department should be created in the Ministry of Transport
and Communications with experts and specialists to be
responsible for the long term formulation of policies and
development programmes for the ports in Ghana.

A National

Transporation Council or an advisory body comprising
shipping executives, businessmen and private commercial
interests, representatives of the railways, roads, river
transportation, air cargo service and other professionals
involved in business, transoort, technology and research
should be created to advise Government on port policies
and the entire transportation system in the country.

In order that the ports are operated safely and pollution
and other hazards to the marine environment are prevented
it is recommended that the Government should ratify the
filevant international conventions.

These conventions

include the International Convention on Load Lines, 1966;
the International Convention for the Safety of Life at Sea,
1974 (SOLAS) and the Protocol of 1978 relating to the
International Convention for the Safety of Life at Sea 1974;
the International Convention for the Prevention of Pollution
from Ships, 1973 as modified by the Protocol of 1978 relat
ing thereto (MARPOL 73/78); the International Convention
on Standards of Training, Certification and Uiatchkeeping
for Seafarers, 1978 (STCUJ);

the Convention on International

Regulations for Preventing Collisions at Sea, 1972 (COLREG),
and the Merchant Shipping (Minimum Standards) Convention
(ILO Convention 147).

The Law of the Sea, 1982 should also-
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be ratified to provide the basis and regulations of the
activities on the country'’s continental shelf and the
Exclusive Economic Zone,

After the ratification and adoption of the Conventions
and an organization should be set up to implement them.
Port State control could then be enforced to ensure that
substandard vessels are not permitted into the country's
ports and her internal waters.

Vessels which pollute the

territorial waters or the Exclusive Economic Zone could
also be chased and arrested because the country is already
a party to the International Convention on Intervention
on the High Seas, 1969 but has not ratified its Protocol
of 1973 which should be done'.

The ports should be provided with reception facilities
for oily wastes and residues especially in the port of Tema
because of the existence of the shipyard and drydock for
ship repairs in accordance with the provisions of f^ARPOL
1973/78 and also for the cargo vessels which come into
ports which might want to dispose of their sludge.

There is also an urgent need for the establishment or
designation of an authority to be in charge of pollution
control and abatement in the country.

This organization

has to be provided with the equipment, facilities and
training to fight pollution on a large scale.

There ife

need for a contingency plan to be drawn for the country
mapping out the very vulnerable areas where fishes and
fish stock and other marine species breed; tourist

124

attractions along the coast; the mangroov/e swamps and other
habitats which are also vulnerable and need to be protected
to tafte stock of the equipment available in the country to
fight pollution; draw up plans for co-operation with
neighbouring countries in emergencies and where to go to
ask for help externally should an incident occur.

To make the ports safe in respect of cargo working,
the International Convention for Safe Containers, 1972,
International Convention on Tonnage [Measurement of Ships,
1969, the International Convention on Load Lines, 1966,
the International IXlaritime Dangerous Goods Code (IF^DG Code)
and IIMG Recommendations on Handling of Dangerous Goods in
Ports should all be adopted into port regulations to ensure
that workers and the cargoes handled in the ports are safe.

The Ghana Ports Authority should train a core of security
and safety personnel to protect both cargo and port equip
ment and infrastructure and provide them with equipment and
facilities to combat fire, pollution and other accidents
which might occur in the ports.

These men should also be

in charge of physical security of the ports and ensure that
stealing, pilferage and other acts of vandalism are not
committed in the ports.

This should be in addition to the

normal Police duties carried out by the Railway and Port
'Unit of the Ghana Police Force who are responsible for
prosecution of criminal incidents.

The two ports have to be properly maintained and modernised
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if the country hopes to make the ports contribute to the
economic development of the country.

This calls for

planned maintenance programmes to be drawn up, the master
plans for the ports modified, enough foreign exchange
allocation and import licence allocated for the purchase
of spare parts, new equipment and building of new facilities
and infrastructure in the ports.

As a matter of urgency dredging of both ports to accommo
date bigger vessels should be undertaken.

The port of

Takoradi where the bulk commodities of manganese and
bauxite are loaded should be dredged and modernised to
accommodate bigger bulk carriers.

The port of Tema should

also be dredged to admit bigger vessels which bring in
the imports to avoid waiting at anchorage and the payment
of demurrage.

It would also stop the shifting of vessels

from one berth to another during discharging and thus
avoid unnecessary delays.

One of the most conspicuous problems facing the port of
Tema is the poor performance in container operations and
handling.

The port should be provided with facilities to

handle containers in the form of berths, cranes, terminal
for stacking, trailers and tractor units and the personnel
edec|JatBly trained for this mode of cargo handling.

The

internal transoortation net work has to be improved so
that the boxes could be carried inland by road and rail
to consignees door steps instead of the containers ending
in the port.

Research should be carried out to see if
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the country's cocoa, coffee and other traditional export
commodities could be shipped in the containers instead of
exporting emp:ty containers.

In order to facilitate the container operations and other
modern integrated transport systems berths 8-12 in the
port of Tema should be converted to multi-purpose
terminals and berth 12 provided with Ro-Ro facilities and
all the modern handling equipment referred to in earlier
chapters.
Stevedoring and cargo handling operations in the port
should be re-organized to bring in greater efficiency and
ensure faster turn-round of vessels.

Either the three

companies engaged in the business now should be permitted
to compete on their own for stevedoring business and shore
handling thus breaking the monopoly of Ghana Cargo Handlihg
Company Limited or they should all be merged together into
one company to facilitate better working of cargo and
greater utilization of equipment and machinery.

Bringing greater efficiency into the operations and
administration of the ports requires that labour should be
trained properly at all levels in the Authority and the
Cargo handling and the stevedoring companies.
be sent on courses
arranged for all.

Staff must

and on-the-job training should be
Refresher courses, seminars and

conferences should be organized for the senior executives
and middle level personnel and junior staff should be
encouraged to improve their skills and talents.

Planpoujer development and training programmes should be
*
linked to uell-defined career planning programmes for the
workers.

Advantage should be taken of technical assistance

programmes offered by friendly foreign governments and
international organizations to train the staff,

Major rehabilitation of the ports should be undertaken but
since the present economic position of the country cannot
permit such ventures by the Authority or the government
assistance from international financial institutions such
as the World Bank and its subsidiary the International
Development Association (IDA), the African Development Bank
or any of the other institutions,, from friendly foreign
governments through bilateral loans and

financial agree

ments, from foreign commercial merchant banks or any other
sources for the projects should be sought.

To conclude the countries in West Africa and other Third
World countries should consider seriously economic co
operation and also development of some ports into very
modern and efficiently operated ports to serve specific
areas in their regions instead of each country along the
coast trying to develop its own port which is very
expensive.

With co-operation, resources could be pooled

together to fund the projects and construct other less
expensive infrastructure such as good roads and railway net
work to transport the goods to or from the ports.

Such co

operation would lead to greater utilization of the port
infrastructure and equipment.

The developed countries of the north should also assist
not only Ghana but the developing countries of the south
to develop their ports and economies because the world is
growing more and more into one big economic and social
entity where the development and welfare of nations
should be the concern of all.

With the development and

improvement of the ports and economies of the developed
countries, the vessels of the developed countries would be
worked more efficiently and the turn round time in port
would be increased.
the shipowners.

This would mean substantial savings for

The developing countries would also benefit

from such projects through reduced import costs, bigger
revenue from exports and therefore caoital for industrial
development.

This would eventually lead to bridging the

gap between the developed and the developing nations and
foster closer economic ties and understanding between the
developed and the developing countries.

Annex lA
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Annex 3

PRESS CQMIffiMTS ON THi: SITUATIOM IN GHANA PORTS
Extract from Lloyd's List London

Ghanaian port charges protest

By Peter Green, Freighting Editor
A
STAGGERING
jump
in,
stevedoring charges of 200% at the
Ghana ports of Takoradi and'
Tema has brought a protest from
the UK/West Africa Lines Joint
'Service.
A result of the “exceptional in
creases,” Ukwal said yesterday, is
that UK -shippers to Ghana facehigher fcosts from Feb I. The Joint
service lines.' including Eider
Dempster, Palm Line and. the
Nigerian Shipping Line, ate in
troducing a Ghana supplement of
£2.5Q per freight loiine on cargo
(except in containers and vehicles).

to Takoradi and Tema.
“We have lodged a protest with
the Ghana port authorities," a
^Ukwal spokesman said. “What
effect it may have we do not know.
We have also discussed the matter
with the West African shipper
assodations.
'' "There is considerable concern
over the unrealistic extent of in
creasing stevedoring charges. We
have no alternative but to pass on
the. added costs to shippers.”
. Then spokesman said the latest'
increases were all part of the

“generally depressing" scene in
Ghana.
“It all adds up to hig'lter freight
rales at -the end of the day. We
think that in this case it is realistic
to
confine
the
increase
to
breakbulk cargo. Even so, we do
not anticipate any massive switch
to containers.”
The joint service lines run
around IS sailings a year to
Ghana, wit/i much of the cargo
moving southbound. 'The north
bound leg is severely'depressed.
Some 75% of the line's business
is with Nigeria.
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ANNEX 5
Table 3;

SHIP TRAFFIC
Year
_

Year

2...

^

1.

Ship number

2.

Name of ship

3.

Size of ship

- Expressed in CRT, NRT, or DWT

H.

Type of ship

- Break-bulk General Cargo
- Tanker
- Bulk Carrier
- Specialized
- Passenger
- Other

5.

Length of ship

6.

Number of Hatches

7.

Draft

8.

Day and hour of arrival

9.

Day and hour of berthing

10.

Berth number

.

11

Hours awaiting berth

12.

Day and hour of departure

13.

Hours alongside

14.

Distribution of hours alongside under

15.

- (i)

working

- (ii)

not working (idle or lost)

Tonnage of Cargo Discharged
(By categories):
(a)

Bulk liquid

-

(i)
(ii)
(iii)

(b)

Bulk solid

-

(i)
(ii)
(iii)

(c)

General Cargo

-

(i)
(ii)
(iii)

(In breaking down the cargo by individual items besides cargoes with special handling,
items involving an annual tonnage of 100,000 and over may be itemized; others may
be grouped together.)
16.

Tonnage of Cargo Loaded (by categories) - same categories as in (15) above.

17.

Tonnage Loaded/Unloaded by Lighter;
(a)

Lighter into vessel along quay or vessel along quay into lighter

(b)

Vessel in stream into lighter or lighter into vessel in stream

18.

Number of gangs per shift

19.

Number of shifts

20.

Shift length in hours
Average tons per gang hour (excluding idle hours referred to at (14) above)

21.

22.

Average tons per man hour (excluding idle hours referred to at (14) above)
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ANNEX

Table 8: SUMMARY OF PORT OPERATIONS

1)

Number of berths

- General Cargo
- Container
-Oil
- Ore, grain etc., specialized berths

2)

Total length of berths
(feet or meters)

- General Cafgo
- Container '
- Oil
- Ore, grain etc., specialized berths

3)

Area of Storage

• Transit (sq. yards or sq. metter)
- Warehouse (sq. yards or sq. meters)

Area of land used in Port Operations (acres or hectares)
5)

Max ship draft

6)

Number of ship arrivals

- General Cargo
- Container
- Oil

7)

, - Specialized berths
Average size of ships (DWT)- General Cargo
- Container
- Oil

9)

- Specialized ships
Average waiting time per ship - General Cargo
- Container
- Oil

10)

- Specialized ships
Average time spent by ship at berth when loading/discharging
- General Cargo
- Container
- Oil

11)

- Specialized ships
Ratio between working time and total turn around time of ships
- Generali Cargo

- Container
- Oil
- Specialized ships
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FY
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11 February 1885

Rehabilitation
of ports
The Ghana Pons Authority
(GPA) is to spend C.l.tKHIni.
($60m.) on the rehabilitation ol
the Pema and Takoradi ports, the
new Director of Port Services,
Group C aptain L. A. A. Awuvri,
has said.
Speaking to newsmen at I emu.
Group Cuptuin Awuvri said va
rious financial insiituiions, includ
ing the World Bank were expected
to provide assistance lor the pro
ject. Already, the World Bank
had allocated CU.Sm. ($2.9m.) tor
the first phase of the project, l lie
Japanese governmem is also con
sidering giving a loan of (n,2(K)m.
($24m.) while the LEC has also
offered a grant of <r200m. (J4m.).
Group Captain Awuvri said
there is a separate oiler from the
Italian government to finance the
acquisition ol a diedger, a tug boat
and a crane, while Saudi Arabia
has also expressed its willingness
to contribute substantially towards
the projects.

... and possibly for
Tema harbour
The World Bank is negotiating
with Ghana to help in financing
the rehabilitation of the port of
Tema and its oil refinery by grant
ing credits and to participate in
electrification plans. It is also
negotiating a $50m credit for im
ports for the agricultural, trans
port and industrial sectors.

11 Fabniary iggfi

EXTRACT FROM WEST AFRICA MAGAZIHE
• Tema harbour was completely
congested with various goods and
commodities **simply . because
consignees ate facing transporta-tion problems in their attempts to
clear the goods", reported the
Doity Graphic. It said the quays,
sheds and stacking areas were all
congested with coniiincrs, ritet**
sugar, lubricating oil and other
items.
Yhe

Febniary 198I
Daih

Graphic reponed

lhal over 900.000 toiwtts-of (crliliser had been left unprotected from
ram and other hazards singr thev
arrived in December last year.
The Ghatjsian Tima added that
over Jll.fXai tonnes of sugar and
maize were alvn piled up.

June 1981

Febriiary 198l
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S.M.CD. 96.
GHANA PORl^ AUTHORITY DECREE, 1977
- ARRANGEMENT OF SECTIONS
Part I—DiicLARATioN of Ports

' "i. Basting ports and new ports
iV

‘f,

r*r

.

Part

; ..
.

..

'

II—Establishment of Ports AunKMUiY

.

'

’’

:• > 2..J^rts Authority
. 3, imposition of the Board and tenure of office of members
' 4, Meetings of the Board
.
,
■ P.^T

III—Functions OF THE Authority ■

5. Functions of Authority
■

Part IV—Assets

-. 6. Vesting of assets and trai^r of liabilities
• 7; Liability for^pontracts

■ . ‘’

,5

Part V—Staff

8.- Director of Ports Services and other members of staff
9. Pensions, etc.
10. Officers employed-on
service deemed officers for such
services,
* 11; Acts, order, etc. of authorised officer of the Authority are
deemed to ^ those of the Authority.
■
12. Rules for conduct of port officers, rtc.
Part

VI—Finance

J3. Funds
iH. Application of the funds
15. General reserve fund, and investment of money
16. Accounts and audit
17. Annual reports and periodical returns
18. Borrowing powers
19. Surplus profiu,o4>e paid into Consolidated Fund

GHANA PORTS AUTHORITY DECREE, 1977
Part

VII—Power of Entry

to

Discharge

FijNcnoNs

Section

20.
21.
22.
23.

Commissioner’s consent necessary for disposal of land
Power to erect beacons and make surveys
Power of entry and performance of other work
Removal of obstruction to visibility, of light-house and
beacons.
24. When notice of entry on land to be given
25. Compensation for damage
Part

VIII—Regulation

of

Ports

26.
27.
28.
29.
30.

Power of Authority to make port regulation
Power of Ports Operations Officer
Limits of Ports Operations Officers’ jurisdiction
Restrictions on moving ship
Penalty for not complying with directions of Ports Operations
Officer.
31. Power to remove vessels or slacken ropes
Part IX—Regulation of Wharves and Premises

32. Customs area
33. Rules by Authority
Part X—Pilotage

34. Pilot districts
35. Obligations where pilotage compulsory
36. Power of Authority in relation to pilots
37. Pilotage boards
38. Membership of pilotage boards
39. Duties of pilotage boards
40. Meetings of pilotage boards
41. Inquiries into conduct of a pilot
42. Evidence
43. Misconduct of a witness
44. Punishment by pilotage board
45. Appeal to Commissioner
46. Revocation of pilot’s licence

GHANA PORTS AUTHORITY DECREE, 1977
Section

47. Regulations for pilotage districts
48. Liability of the master or owner
49. Limitation of pilots liability.
Part

XI—Dues

and

Rates

50. Levy of port dues
51. Information on arrival
52. Information on proceeding outwards
53. Payment of port dues
54. Persons liable for payment of port dues
55. Retention of port dues out of owner’s moneys
56. Levy of ships dues
57. Person liable to pay ships’ dues
58. Rentention of ships’ dues out of owners’ moneys
59. Levy of rates
60. Authority’s lien for certain rates
61. Lien for freight
^
62. Discharge of lien
63. Sale by Authority
64. Application of proceeds of sale
65. Power of entry to ascertain dues, etc.
66. Weighing and measuring of goods in event of dispute
67. Payment of expenses of weighing and measuring
68. Distress for non-payment of dues and rates
69. Clearance to be withheld until dues or rates are paid
70. Recovery of dues, rates
71. Port rates on passengers, goods and shed rates
72. Unclassified goods
73. Power to vary dues and rates
74. Power to compound for rates on goods
75. Shippers to give account of goods
76. Removal of goods to warehouse
77. Regulations for levy of dues and rates
78. Free access to copies of regulations on dues and rates, kept
at offices of Authority.
79. Exemptions
80. Application to Government goods

GHANA PORTS AUTHORITY DECREE, 1977
Part XII—Liability

of the

Authority

Section

81. Liability of Authority for loss of life or injury to passengers
82. Delay to passengers
83. Liability for loss or damage to goods
84. LiabiUty for delay of goods
85. Luxutation of liability for loss of animals
86. Further provision relating to the liability for loss of goods
87. Liability in connection with pilotage
88. Limitation of liability for several claims
89. Consolidation of claims
90. Sections 87, 88 and 89 inapplicable in certain cases
91. Liability in respect of licensing pilots
92. Exclusion of liability for dangerous goods
93. Removal of goods from a port
Part

94.
95.
96.
97.

XIII—Lega^ Proceedings

Limitation of suits against Authority
Service of'documents
Stay of arrest in certain cases
Representation of Authority in proceedings
Part

98.
99.
100.
101.
102.
103.
104.
105.
106.
107.
108.
109.

no.

XIV—Offences

Damage to lighthouses, buoys and beacons
Prohibition of false lights
Penalty for obstructing authorised entry, etc.
Penalty for compulsory pilotage district without pilot
Penalty on pilot endangering a ship
Penalty for illegal pilotage
Evasion of dues and rates .
Failure to comply with section 51 or 52
False returns
General offences
Penalty for unlawfully loosing moorings
Wilfully sinking vessels and damage by ship to works, etc.
Behaviour of servant of Authority

Appendix 1
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GHANA PORTS AUTHORITY DECREE, 1971
Part XV—Miscellaneous

Section

111.
112.
113.
114.
115.
116.
117.
118.

Rating
Exemption from taxes and duties
Saving of powers under customs laws
Regulations for management and good order and government
Interpretation
Power of authority exercisable by servants and agents
Repeal and savings
Commencement.
SCHEDULE

PORTS REGULATIONS, 1964
ARRANGEMENT OF REGULATIONS
Part I—Arrival and Departure of Ships

Regulation

1.
2.
3.
4.
5.
6.

Application of Collision Regulations.
Notification of arrival of a ship.
Quarantine signal.
Notices in respect of dangerous goods.
Hoisting of National Flag.
Notification of departure of ship.
Part II—Lights, Day Marks and Signau

■ 7. Signals to be displayed by petroleum ships.
8. Signals in respect of explosives and dangerous.g2pds.
9. Smallpox, fever, etc.
10. Power-driven ship under tow.
11. Ship at anchor or moored to single buoy.
12. Ship moored fore and aft.
13. Small ship moored to larger ship exempted.
14. Dredgers.
15. Shading of electric arc lights.
16. Firing of guns and rockets.
17. Bad weather signals.
18. Sounding of steam whistles, etc.
Part III—Navigation

^

19. Acts affecting safety of navigation.
20. Ships to be navigated with care.
21. Ship to keep to starboard of channel,
22. Ship not to drift.
23. Ship not to anchor or remain in swinging grounds.
24. Public landing places not to be obstructed.
25. Collisions to be reported.
26. Notice to be given of position of ship sunk in a port.
27. Notifying outbreak of fire.
28. Notifying leak.
29. Notifying anchor or cable left in a port.

Appendix 2
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PORTS REGULATIONS, 1964
Regulation

30.
31.
32.
33.
34.

Fouling of moorings or cables.
Dredging for lost objects.
Notifying drifting buoys, timber, etc.
Towing of floats or rafts of timber.
Navigating whilst drunk.

IV—Mooring and Berthing
35. Application to berth ships, etc.
36. Refusal of application for berth.
37. Warping of ships.
38. Power of Authority to supply warps.
39. Mooring.
40. Assistance by warping on other ships.
41. Sea-going ships to be kept in movable condition.
42. Removal of projections.
43. Readiness to move.
44. Report of cargo, etc., overboard.
yl5. Ballast, ashes, etc.
46. Tackle.
47. Supply of towage, etc.
48. Supply of tugs for ordinary berthing and unberthing.
Part

Part V—Working of Ships, Use of Quays and Marking
OF Timber

49.
50.
51.
52.
53.
54.
55.
56.
57.
58.
59.
60.
61.

Work not to begin until ship properly secured.
Loading and unloading outside a port.
Landing and transhipment of goods.
Responsibility of master when discharging cargo.
Landing of dangerous goods.
Removal of dangerous goods.
Disposal of dangerous goods.
Landing or loading of animals.
_
Wharves to be kept free from obstruction.
Port equipment,
Marking of logs and curls.
Delay iu loading or unloading.
Gangways and accommodation ladders.

Appendix 2
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PORTS REGULATIONS, 1964
Regulation

62.
63.
64.
65.

Prohibition of smoking and use of naked lights in holds.
Storage of inflammable substances, etc.
Repairs to-vessel or small craft.
Emission of smoke.

66.
67.
6S.
69.
70.
71.
72.
73.

Ships liable to quarantine and boardmg thereof.
Persons dying on board.
Infectious diseases.
Throwing animals overboard.
Rat-guards.
Closing and screening of port holes.
Water-closets, etc.
Fumigation.

Part

VI—Public Health

Part VII—Small Craft

74. Making way for ocean going vessels.
75. Licensing of small craft.
76. Notice of imported ships to be moored in a port.
77. Registered number and, authorised number of passengers.
78. Notice of transfer of ownership of small craft.
. 79. Withdrawal of small craft from work.
80. Small craft to be sufficiently manned.
81. Duty of coxswain and crew.
‘
82. Obstruction of approaches to gangways and ladders.
83. Making fast or loitering alongside ships, wharves, etc.
84. Special bulwarks for coal, ballast, etc.
85. Embarking and disembarking at unauthorised places.
86. Mooring, poling and beaching of small craft.
87. Fires in small craft.
88. Bilge water.
89. Life-saving, fire equipment and lights.
Part VIII—Control of Port Premises and Trafhc

90.
91.
92.
93.

Entrance and exits.
No person to enter port without permission except on business.
Intoxicated and disorderly persons.
Trespassers.

PORTS REGULATIONS, 1964
Regulation

94.
95.
96.
97.
98.
99.
100.
101.
102.
103.
1C4.

Holding meetings, etc.
Balhing or fishing in a port.
Selling articles of merchandise, touting.
Divers.
Advertising.
Defacing and injuring notices, etc.
Smoking, etc.
Mustering and discharge of labourers.
Regulation and control of vehicles within a port.
Obstructing the Authority’s officers and others.
Onus on agent to supply Regulations to master.

105.
1C6.
107.
108.

Penalties.
Interpretation.
Revocation.
Commencement.

Part IX—Miscellaneous

SCHEDULE
First Schedule—Collision Regulations
Second Schedule—Forms
Third Schedule—Dangerous Goods Rules.
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